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You Can’t Always Get a Frost-Proof Car 


for your perishable shipments, 
but you can get weather-proof 


SHIPPING BOXES 
made of No. 422 H & D Cor- 
rugated Fibreboard which will 
give the best possible protection 
against heat or cold. 
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H&D Corrugated F ties Boxes 


are made of cellular material with dead-air spaces—the best and simplest 
sort of insulator. But this isn’t all. They are cushion-like and, there- 
fore, prevent breakage. They are dust-proof and damp-proof and can’t 
be tampered with without exposure. Finally, they cost less than wooden 
boxes and will save you money in your packing room. 


Valuable treatise, “How to Pack It,” free on request. 


The Hinde & Dauch Paper Company 


Tasontés Deserta. Sandusky, Ohio 
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NEW TYPE CHAINLESS TRUCKS 


can maintain daily express routes that horses 
could not attempt without relaying. 


One hundred and eighty-three owners in 
ninety-five cities, operating four hundred and 
five Packards in express segvice, have proved 
this to their profit. 


Packard New Type Chainless Trucks are 
built in seven sizes, of 1, 1%, 2, 3, 4, 5 and 
6 tons’ capacity, respectively, all uniform in 
design—the only complete line of silent, chain- 
less motor trucks in the world. 


Suitable frame lengths for light and bulky loads are 
offered in each size, and by the use of demountable 
bodies which may be loaded while the truck is busy on 
a route, a constant transportation service can be main- 
tained. Send to Department V for catalog. 


PACKARD Motor CAR ComPANY, Detroit 
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Ask the man who. owns one 
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A Capital Eapress Office 


is the new office opened by Wells Fargo 
& Company at 603 Thirteenth Street, 
N. W. ‘These new Wells Fargo head- 
quarters are in keeping with the dignity 
and simplicity which Washingtonians 
so much admire. Here you may drive 
in your motor and despatch your pack- 
ages to any corner of the land—or of 
the world. Here you may buy travel- 
ers checks and money-orders—and be 
given any of the many services of the 
express. You can also reach the office by 
telephone— Main 4400. This number 
may be used to summon a motor-truck 
for your package, if you prefer. 


You are cordially invited to visit this 
office at your convenience. Its cour- 
tesy is available to you, quite as much 
as its facilities. 

W. C. JOHNSON, General Agent 


Wells Fargo & Co 


Express 
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OFFICIAL CLASSIFICATION COMMITTEE. 





The reorganized Official Classification Com- 
mittee has decided on the conditions under which 
it will operate, at least for the time being. It 
will hold bi-monthly meetings for the considera- 
tion of docketed subjects. In addition to these 
meetings and to conferences with the committee 
by appointment respecting subjects not on the 


docket, the committee will at all times have the 
latchstring out for those interested in classification 


matters who may wish to confer with a member 
of the committee where conferences with the com- 
mittee as a whole is not necessary. 

In so far as it is physically possible, THE TRAF- 
FIC WORLD will print the docket of the committee 
far enough in advance to be of benefit to our sub- 
scribers. Whether we can do this depends entirely 
on the length of the docket, and we cannot be 
certain until the work of the committee is well 
under way. It is our hope, however, that we 
shall find it possible to print the entire docket, 
the committee having kindly signified its willing- 
ness that we shall do so and its desire to co- 
operate by any means in its power. As soon as 
we are certain we shall advise our subscribers. 

The following is the committee’s summary of 
the conditions under which it will operate for the 


present: 
“Requests for changes in the Official Classifica- 
tion must be filed in writing with this committee. 
“Dockets of subjects involving changes in the 
classification to be considered at regular meetings 
will be issued with reasonable advance notice and 
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will be promptly mailed to subscribers at charge 
of $1 per year. © 

“The Official Classification Committee will hear 
those interested in docketed subjects at meetings 
in Chicago and New York in January, March, 
May, July, September and November, as an- 
nounced in the dockets. 

“Conference with the Official Classification Com- 
mittee may be had by appointment respecting 
subjects not on the docket.” 


CONSISTENT RAILROAD REGULATION 





We have no special information by which we 
may interpret the somewhat cryptic utterance of 
President Wilson in his annual message to Con- 
gress in regard to “the transportation problem.” 
His proposal for a commission of inquiry to study 
the problem, taken with the context of the mes- 
sage, which is throughout a consideration of means 
of national defense and security, may simply mean 
a proposal to study the entire situation with merely 
this end in view. One of the details, from this 
point of view, would doubtless be a study of the 
storage facilities at terminals, the lack of which 
has recently been emphasized by the embargoes on 
export shipments to the Atlantic coast. 

But if the President has, in addition to this, some- 
thing else in view—a study of the situation with a 
view to efficiency aside from considerations of na- 
tional defense—or if the commission he recommends 
is appointed and should go into such matters, as 
it might well do, we can think of many things a 
study of which would be profitable. For instance, 
such a commission, made up of large-minded and 
unbiased men, might well consider whether it. would 
not be well to alter the present system of regulation 
so as to centralize the power in one Federal body. 
It is a matter at least entitled to serious considera- 
tion, in this or some other way. . 

In our consideration of whether the present sys- 
tem of regulation of railroads by both a Federal 
commission and dozens of state commissions is 
proper and wise, or whether there should be in- 
stead one central regulating body, we should free 
our minds of all prejudice and self-interest, of all 
inclination to cling to that system which we may 
believe the founders of the republic contemplated, 
and of a choice based on the desire for mere uni- 


‘formity. We should bring ourselves to the con- 


templation of ultimate causes and effects and should 
ask ourselves: What is wise? What is fair? What 
is most efficient? 

It will appear without doubt, we believe, if the 
problem be approached from this point of view, that 
the present system is none of these. Is it right, for 
instance, that legislatures, without any special 
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knowledge and often influenced by petty political 
considerations, should be permitted to enact laws 
for the regulation of railroads that are absolutely 
in conflict with the regulations provided by the 
Federal commission duly authorized and empowered 
by the national Congress and made up of men 
who have come to be experts and whose judgment 
is for the most part accepted as wise? If so, then 
why a Federal commission with such powers? Is 
there any good reason in fairness or efficiency why 
the state should apply a rule or regulation within 
its borders, and the Federal government in the 
same state, or another legislature or commission 
in an adjacent state, apply an entirely. different 
one? Why should a passenger traveling within the 
limits of a certain state ride for two cents a mile 
when the Interstate Commerce Commission has held 
that two and a half cents is a reasonable rate for in- 
terstate travel and the passenger must pay that rate 
if he buys a ticket carrying him beyond the state 
line? Why should railroad employes work a cer- 
tain number of hours in one state when the limit 
is different in other states or for employes in inter- 
state commerce? Why is a full crew law neces- 
sary in one state and not in another? Why should 
a state be allowed to restrain railroads from in- 
creasing their rates to better their earnings when 
the Federal commission has held that they are en- 
titled to greater earnings and that the increases 
they propose are reasonable and just? Is it not 
all a hodge-podge, without rule or reason? It is 
especially so for a business like the railroad busi- 
ness, for the railways constitute, as has been said 
by someone, a single system for all practical pur- 
poses and therefore the kind of regulation that 
should be applied to them should not vary with 
imaginary state lines. 

Why not realize all this and try to arrive at some 
adequate and fair system? It may be that all the 
rights of the states that it has been suggested should 
go, should not be overthrown. But at least the 
state legislatures and commissions should be re- 
stricted to the regulation of such matters as are 
purely local. Why not try to arrive at an under- 
standing as to just what those matters are and 
build the central regulative system from there, em- 


powering the central or national commission—or 


rather requiring it—to overrule the states when 
they attempt to put into force regulations that are 
inconsistent with the Federal plan? Surely all these 
inconsistencies and conflicting laws and rules are 
not right. They can be justified on no other theory 
than that the rights of the states are sacred and 
that each must be allowed to work out its own 
plan. What real good is there in any theory or 
ideal of government that has no beneficence behind 
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it aside from the preservation of the-ideal itself? 

This is a practical age and we want practical re- 
sults. We want—or we should want—the Inter- 
state Commerce Commission, or whatever body 
might be authorized to take control under the sys- 
tem we are advocating, not only empowered to 
call attention to unfair discrimination. caused by 
inconsistencies like the state rates and the inter- 
state rates involved in the Shreveport situation, but 
empowered and directed to correct them by order- 
ing what changes shall be made, instead of being 
permitted, as now, to sidestep such a situation as 
it did in the Western Advanced Rate Case, by re- 
fusing to aliow certain proposed advances on live 
stock because to do so would increase the spread 
already existing between the interstate rates and 
the state-made rates. We should want it also em- 
powered to prescribe minimum as well as maximum 
rates—empowered to raise rates which it regarded 
as too low as well as to reduce rates which it re- 
garded as too high. The Interstate Commerce Com- 
mission is much hampered in its regulatory work 
now by a lack of such power. 


All this, we realize, would be a large power to 
place in the hands of a commission composed of a 
few men—a much larger power than the Interstate 
Commerce Commission now wields. When we 
speak in that way of a large power we generally 
mean a dangerous power. Dangerous to whom? 
To those whom it is proposed to regulate or con- 
trol, of course. And yet it is to be observed that 
the railroads, who would be subject to this power, 
are, generally speaking, in favor of it. That does 
not prove it to be a correct theory of government, 
to be sure, but it does largely dispose of the dan- 
ger cry, at least from that point of view. The 
railroads favor it because they believe they are 
unfairly dealt with under the present system, and 
because they know, regardless of who is fair or 
who is unfair, that the present system makes it 
exceedingly difficult to do business in an efficient 
manner. In the latter respect, at least, they are, 
without question, right. Why not reason together 
in an honest and earnest effort to bring about a 
real businesslike and consistent regulation that 
shall restore order out of what in many respects 
is now chaos? 





CHANGES IN DOCKET. 


The hearing in Docket 8207, McClintic-Marshall Co. 
vs. Atlantic Coast Line R. R. Co. et al. assigned for 
December 6, at Pittsburgh, Pa., before Examiner La Roe, 
has been canceled. 

The hearing in No. 8069, J. C. Furness Co. vs. The 
American Express Co., set for December 7, at Man- 
chester, N. H., before Examiner Bissell, was postponed 


to a day to be hereafter fixed. 





, No. 24 


itself? 
ical re- 
Inter- 

body 
le sys- 
red to 
ed by 
inter- 
yn, but 
order- 
being 
ion as 
by re- 
n live 
spread 
‘Ss and 
oO em- 
imum 
rarded 
it re- 
Com- 
work 


ver to 
lofa 
rstate 
1 we 
erally 
hom? 
- con- 
| that 
ower, 
does 
ment, 
dan- 
The 
y are 
, and 
ir or 
es it 
cient 
; are, 
ether 
jut a 
that 


E Co. 
d for 
Roe, 


. The 
Man- 
poned 





December 11, 1915 


CURRENT TOPICS IN WASHINGTON 


McChord to Succeed Himself.— 
President Wilson is expected soon to 
send to the Senate the nomination of 
Chairman McChord to succeed himself 
as a member of the Commission. It 
has been the understanding for more 
than two months, among the chair- 
man’s friends, that the President had 
decided to name him for another 
term. Strong representations in his 
behalf have been made by both car- 
riers and shippers. They were based on the recognition 
of his worth in the field of railroad rate regulation, not 
only as a member of the federal body, but as the author 
of the Kentucky law which goes by his name. The chair- 
man’s term of office will expire on the last day of the 
year. The Senate is expected to adjourn about December 
22, so that it will be desirable to have the nomination 
made and acted on before the adjournment for the holi- 
days. President Wilson once forgot to send a nomination 
in before the holiday recess. The result was that the 
Commission had to perform its work short-handed. A 
Commissioner does not serve until his successor is ap- 
pointed and qualifies. On another occasion the nomina- 
tion was sent in in time, but, owing to an embargo placed 
on all nominations by President Taft, it was not confirmed 
and on that occasion the Commission had to continue 
short-handed a couple of months. 











Revised Regulation of Railroads.—It can be said, in 
all sobriety of declaration, that President Wilson did not 
stir up Washington with his suggestion that Congress 
might well investigate the regulation of railroads to 
determine whether the methods cannot be improved so 
as to make the railroads more efficient. He made the 
suggestion, not in criticism of the Interstate Commerce 
Commission, it is understood, but by way of suggestion 
that perhaps Congress can think of some better way of 
regulating the common carriers. The thought is not that 
of the President. He incorporated the suggestion in his 
message at the request of Senator Underwood of Alabama. 
The latter is inclined to believe the report that railroads 
have not been able to borrow money as readily as in 
former times and to ascribe the reputed difficulty to the 
regulatory practices that have been used. Obviously he 
does not agree with Clifford Thorne and those other rep- 
resentatives of the shippers who have insisted that the 
railroads have had no harder time in borrowing money 
than any other industry. Thorne and others showed that 
the rate of interest paid by the carriers is no higher than 
that paid by others. The Commission, at various times, 
nas suggested that if there are difficulties in the way 
of the borrowing railroad, that close examination will 
disclose that they were created, not because of anything 
done by the Commission, but by the practices of financiers 
who have taken prosperous roads and loaded them up 
with issues of stocks and bonds, the proceeds of some 
of which were used for bettering the property and some 
for paying for other railroads, the stocks of which just 
happened to be held by insiders. The Commission, at 
various times, has suggested that it is not to be wondered 
at that investors become wary when there are revelations 
such as have been made with regard to the Chicago & 
Alton, the Rock Island and the New Haven. As to 
whether Senator Underwood will be able to persuade his 
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colleagues in the two houses of Congress that they should 
conduct an inquiry into the subject of regulation, there 
is only one decided opinion; that is that there is more 
likely to be criticsm of the Commission on an accusation 
of tenderness for the railroads than on account of al- 
leged harshness. 





lowa Commission Silent.—There are times probably | 
when a state railroad commission and its attorneys think 
it wise to keep quiet in all the languages and dialects 
of which they have any knowledge. For instance, there 
is the Iowa commission. Just a short time ago the Fed- 
eral Commission allowed the railroads to advance rates 
on coal to the west bank of the Mississippi ten cents a 
ton. The advance was allowed on the ground that rates 
to west bank points are used in making up rates to in- 
terior Iowa destinations, thanks to the action of the 
federal body in sustaining the complaint in the Dubuque 
coal cases, in which it held that the Dubuque dealers, 
Clark Brothers, had a right to reconsign coal brought to 
Dubuque from Illinois on the Iowa distance scale, re- 
gardless of the fact that as between a straight move- 
ment from the Illinois mines to interior Iowa destinations 
and one broken by reconsignment at Dubuque, there is 
no difference except in the bookkeeping. The Dubuque 
dealer gets the benefit of a combination of an intrastate 
rate from the mines to Dubuque and the state rate be- 
yond, on the theory that the dealer on the west bank 
does not know, when he orders coal from the [Illinois 
mines, where the coal is going. He may use it in Dubuque, 
he may send it back to some point in Illinois, or to some 
point in Iowa. He cannot tell where it is going until 
the car arrives in Dubuque. But that is not the point 
that is being made now. That point is that if the rate 
to west bank cities is advanced ten cents, it gives the 
Iowa coal just that much of an “edge” in the Iowa mar- 
kets, hence objection by Iowa commissioners is not to 
be suggested. 


The Railroad Prosperity.—Everybody,. except the rail- 
road lawyer on whose shoulders rests the burden of justi- 
fying an advance, has been telling about the prosperity 
that has come to the railroads, Secretary McAdoo declar- 
ing that there is not an idle locomotive or an idle car 
in the country. The summaries of the Commission are 
not down to date, so the comparisons possible by means 
of them are far behind those instituted by the railroads 
which are able to and do put out reports for public 
consumption before they report to the Commission. But, 
taking that portion of this year that corresponds to the 
portion of 1913 preceding the beginning of the business 
slump, the condition of the carriers is not so good as 
it was. The war pulled the railroads and many other 
industries out of a slump that was getting on their nerves 
along the latter part of July, 1914. It had lasted then 
for ten months. It was getting worse instead of better. 
For the first two months after the beginning of the war 
it was still irritating, but from the laiter part of last 
year the improvement began being noticeable. First, the 
net began going up by jumps because the railroads were 
practicing bitter economies. During the last two months 
for which official summaries are available the volume of 
business has been noticeably larger than for the cor- 
responding months of 1914. The improvement in the 
volume of business, measured by the operating revenues, 
caused the railroads to begin buying equipment, so that 
the bill is now well over the $100,000,000 mark. Failure 
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on the part of the carriers to buy equipment, it is be- 
lieved, would invite attacks on rates, on the theory that 
Clifford Thorne’s charge that the railroads had been over- 
maintained, was true. lLong-continued abstinence from 
buying, it is believed, would have brought about such 
charges. , 


Southeastern Rate Advances.—A query in the back 
of the head of every man who has been forced to think 
on the subject is: “What effect will these prosperity 
reports have on the advances sought by the railroads of 
the Southeast?” In lining up their rates to do away with 
fourth section violations, the Lincoln Green committee 
has made substantial advances. There is a suspicion that 
they will average well above ten per cent. Some of them 
range as high as thirty-odd per cent. The query is em- 
phasized by the fact that Representative Clark of Florida, 
in a measure entitled “A Bill to Equalize Rates on Citrus 
Fruits, Vegetables and Other Fruits,” proposes to reduce 
rates from Florida to the basis of rates from California. 
Advances in rates are proposed by the carriers. Protests 
from the Florida interests have already come in, and 
more are expected. Secretary McAdoo, in his optimistic 
annual report, says that even the South has participated 
in the prosperity that has rolled over the railroads and 
other industries. It is questioned whether the railroads 
of the Southeast will be willing to stand on the assertions 
of the head of the Treasury Department. If the com- 
mittee charged with the removal of fourth section viola- 
tions had been able to finish its work before this wave 
of prosperity talk had got under way, it is believed, there 
would be fewer chances of the proposed rates being 
suspended. Even if they are not suspended, which seems 
hardly probable, the lapse of time, it is feared, will make 
it hard for the southern roads to get a favorable decision 
simply because there has been so much prosperity talk. 
A decision by the Commission that the higher basis in 
the South would have to be raised still higher, it is 
suggested, would look like an official denial of the accuracy 
of the prosperity talk that has come from high official 
sources. Even an investigation of the Interstate Com- 
merce Commission’s regulation might be construed as a 
denial. A. B. H. 





CALIFORNIA INJUNCTION 


THE TRAFFIC SERVICE NEWS BUREAU. 
Colorado Building, Washington, D. C. 


The utmost confusion results from the injunction 
issued by the special court in California, which has en- 
joined the Commisison’s order allowing the establishment 
of transcontinental commodity rates. The order went into 
effect July 15. Nobody knows what the effect will be. 
The action of the court is considered amazing, because 
it gives the protesting shippers standing. Nobody sus- 
pected they could have standing in view of the Supreme 
Court’s overruling of the Commerce Court in the Proctor 
& Gamble and related cases. 


The application for injunction was made by Sacra- 
mento, San Jose, Santa Clara and Stockton business or- 
ganizations on the ground that they had no opportunity 
to be heard on the advance in rates caused by the Com- 
mission’s order. ; 


Imperfect information received at Washington tends 
to show that the court allowed the injunction on the 
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ground that the Commission gave carriers more than 
they had asked in their application. 


San Francisco, Cal., Dec. 10.—In restoring the cities 
of Sacramento, Stockton, San Jose and Santa Clara to 
the status of terminal points the United States Circuit 
Court at Appeals at San Francisco opened the way, it is 
believed, for similar relief for 182 other inland cities 
which enjoyed terminal rates before April 30. The Circuit 
Court issued an injunction restraining the Interstate Com- 
merce Commission from enforcing its order of April 30 
(The Traffic World, May 22, 1915) on B and C. commodity 
rates on westbound transcontinental freight to the four 
cities named. 


TRANSCONTINENTAL RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission devoted the whole of December 3 
to arguments on important questions raised by the ap- 
plication of the transcontinental railroads for permission 
to make rates without regard to the rule of the fourth 
section and in contravention to the terms of Fourth Sec- 
tion Order 124 so as to meet competition through the 
Panama Canal. Generally this has been known as the 
application of the carriers to extend the 55-cent rate on 
iron and steel articles now applicable from Mississippi 
River crossings and Chicago to Pittsburgh territory. [ff 
that application be granted, then it will be possible to 
ship iron or steel articles originating at any point as far 
east as Pittsburgh to Pacific coast terminals for 55 cents 
per 100 pounds. 


But the questions under consideration were broader 
than that. They included applications for permission to 
make a rate of 40 cents on sugar, rice, barley, wheat and 
other grains from Pacific coast terminals to the East. 
The Atchison, Los Angeles, San Pedro & Salt Lake and 
the Western Pacific also have applied for the extension 
to them of the permission heretofore granted to the 
Southern Pacific to carry eastward canned commodities 
at rates considerably less than those carried in trans- 
continental freight tariffs. 

The 55-cent iron and steel rate phase of the matter, 
however, overshadowed the applications as to other com- 
modities, so much so that the ordinary way of speaking 
of the arguments made on that day is to say that they 
were merely representations as to why that 55-cent rate 
should or should not be allowed. 

The railroads further surprised those ‘nterested in 
the subject by proposing that, in view of the canal being 
now closed, the Commission, if it is convinced that it 
should allow relief, should make its order read that the 
lower rates should not be put into effect until the canal 
is again opened. That proposition was made by Fred H. 
Wood, who bore the burden of justifying the applications 
made by the carriers. 

“The Southern Pacific has no desire to reduce rates,” 
said Mr. Wood, “but it has a desire to meet competi- 
tion via the Canal; therefore it asks that when that 
competition is restored it have the privilege of meeting 
that competition. But we do not ask that the Interstate 
Commerce Commission leave to the discretion of the 
Southern Pacific the time when these lowered rates shall 
be made effective.” 

This announcement by. Mr. Wood was the first inti- 

(Continued on page 1204) 
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Decisions of Interstate Commerce Commission 


PREST-O-LITE COMPANY WINS 


CASE NO. 7525 (36 I. C. C., 545-549) 
PREST-O-LITE CO., INCORPORATED, VS. BOSTON & 
‘ ALBANY RAILROAD CO. ET AL. 
Submitted May 5, 1915. Decided Nov. 11, 1915. 


Official classification rating of third class on empty coppered or 
nickeled acetylene gas cylinders in less-than-carload quan- 
tities found to be unjust, unreasonable and unjustly dis- 
criminatory, and a rating of fourth class prescribed for the 
future. Reparation awarded. 


A. B. Hayes and Charles Conradis for complainant; M. R. 
Waite and R. N. Collyer for defendants. 


HARLAN, Commissioner: 

The transportation of acetylene gas is subject to the 
rules and regulations of the Commission governing the 
transportation of explosives and other dangerous articles. 
The gas is shipped in steel cylinders constructed accord- 
ing to the established requirements and subjected at 
stated periods to certain expansion tests. It is rated 
fourth class in Official Classification territory when 
shipped in carload quantities of not less than 30,000 
pounds, and when shipped in less-than-carload quantities 
it is rated third class. Prior to 1914 the cylinder when 
shipped as an empty container was regarded as danger- 
ous because of the fact that some gas almost invariably 
remains in it; but in October of that year a ruling was 
promulgated under which any gas cylinder showing a 
gas pressure of less than 25 pounds was considered empty 
and not subject to the red label regulations in transporta- 
tion. The cylinders when shipped empty in carload quan- 
tities of not less than 36,000 pounds are rated fifth class, 
and when shipped in less-than-carload quantities are rated 
fourth class except when the outside finish is coppered 
or nickeled. Empty cylinders when coppered or nickeled 
are rated third class in less-than-carload quantities. The 
complainant alleges that the third class rating applied 
to less-than-carload shipments of empty coppered or nick- 
eled cylinders is unjust, unreasonable and unduly dis- 
criminatory, and the Commission is asked to establish 
reasonable and non-discriminatory rates for the future 
and to award reparation on shipments moving in the past. 

The cylinders in question are manufactured by the 
complainant at its principal plant at Indianapolis, where 
they are filled with gas and shipped in carload quantities 
to 55 branch distributing and refilling stations operated 
by it in different parts of the country. . From these dis- 
tributing stations shipments are made in less-than-carload 
quantities to nearby places. During the year 1914 the 
total shipments of filled and empty containers amounted 
to 285,000,000 pounds, of which approximately 49 per cent 
were empty cylinders. Ninety per cent of the empty 
cylinder shipments were in less-than-carload quantities. 
Seventy per cent of all the business done by the branch 
houses of the complainant is with country consumers, 
who return the empty cylinders to the branch houses, 
from which they are shipped to recharging stations for 
refilling. The cylinders are there recharged and shipped 
in carload quantities to the branch houses, later being 
distributed to the consuming points. Sixty per cent of 


the total business of the complainant is in Official Clas- 
sification territory. 
The steel cylinder used as a container for acetylene 


gas is a cold-drawn seamless shell, filled with porous 
asbestos disks, these disks being saturated with a liquid 
called acetone. The cylinder is made in seven sizes, 
ranging in weight from 8% pounds to 200 pounds, and 
attached to it are a pressure gauge, safety plug and one 
or two valves. At the present time the complainant has 
about 2,000.000 of them in use. Aside from the difference 
in the outside finishing, which may be coppered, nickeled 
or painted, there is no difference in the quality, value or 
construction of these cylinders. When transported empty 
in less-than-carload quantities, however, those that are 
coppered or nickeled take a third class rating, while those 
that are painted take a fourth class rating. The only 
witness for the defendants testified that the classification 
committee fixed the higher rating on coppered or nickeled 
cylinders because of the belief that the cylinders were 
steel sheathed with copper plate one-eighth of an inch 
thick and were therefore of greater value than the ordi- 
nary steel cylinders. It is shown of record, however, 
that the copper and nickel finishing is very cheap when 
compared with the ordinary commercial plating. With 
each refilling of gas a rebuffing of the cylinder is done, 
and new covering is ‘necessary only once in every four 
years. Painted cylinders must be repainted at each refill- 
ing of gas, as the painting chafes or rubs off and exposes 
the steel of the cylinder to corrosion or rust. The price 
to the consumer of gas is the same whether the cylinder 
is coppered, nickeled or painted. The record shows that 
no claims for damages to cylinders have been filed by 
the complainant, who manufactures about 90 per cent 
of all the cylinders in circulation. The kind of finish 
therefore appears not to be a circumstance that gives 
rise to a difference in the conditions of transportation that 
justifies a difference in the rating. 

The ordinary steel cylinder, when used as a con- 
tainer for gas other than acetylene, is rated fourth class 
when shipped empty in less-than-carload quantities and 
does not contain the asbestos disks saturated with acetone. 
Although the difference in the classification as -between 
cylinders used as containers-for acetylene gas was predi- 
cated upon the kind of outside finishing, and not upon 
the presence therein of asbestos disks saturated with 
acetone, the witness for the defendants urged that when 
a common steel cylinder taking a fourth class rating is 
changed into a special container by adding thereto a 
substantial weight of higher rated articles, namely as- 
bestos and acetone, the changed cylinder should be given 
a higher rating. This testimony, however, does not 
justify the difference in the classification of cylinders 
used exclusively as containers for acetylene gas, some 
of which are coppered or nickeled and others painted, but 
all of which contain the asbestos disks saturated with 
acetone. 

The standard cylinder sold by the complainant, of 
which there are now 1,200,000 in circulation, contains 40 
cubic feet of gas, weighing 1 ounce to the cubic foot, or 
2% pounds. When this gas has been consumed the 
weights of the asbestos, acetone and steel shell, ex- 
pressed in percentages, are 17.9 per cent, 20 per cent 
and 62.1 per cent, respectively. These weights are ap- 
plicable when the cylinders are uncrated. When crated, 
and this is done in the case of all cylinders weighing 
up to 50 pounds, the percentages above shown are some- 
what modified. Asbestos, when shipped in boxes, crates, 
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or burlap rolls, is rated third class in Official Classifi- 
cation territory; asbestos fiber and ridge rolls at 20 per 
cent iess than third class, and asbestos shingles or slate, 
fourth class. The witness for the defendants admitted 
that asbestos in steel containers would be entitled to a 
rating lower than third class. Acetone, when shipped in 
iron or steel barrels, which weigh less than the steel 
cylinder, takes third class rates in Official Classification 
territory. When shipped in larger than 1-gallon contain- 
ers it is considered dangerous and requires a red label; 
this is not the case when shipped as part of an empty 
acetylene gas cylinder. The crates in which the cylinders 
are sometimes shipped are made of lumber or box shooks, 
which are rated fourth class in Official Classification 
territory. The addition of the asbestos and acetone does 
not increase the bulk of the shipment, but does increase 
the weight. In Western Classification acetylene gas 
cylinders returned are rated one-half fourth class and in 
Southern Classification sixth class. On Sept. 1, 1891, 
the less-than-carload rating on returned empty “drums. 
casks or tubes” was made third class, and this rating 
continued until Aug. 1, 1907, when it was changed to 
fourth class. The present divisions and ratings based 
upon the outside finish were made effective on Aug. 15, 
1909. The record indicates that the cylinders of the 
complainant weigh about 80 pounds to the cubic foot 
crated and 100 pounds uncrated and are the heaviest 
cylinders per cubic foot transported. It also shows that 
to sell 40 cubic feet of gas, worth 95 cents, four separate 
and distinct movements of a cylinder and crate weighing 
37.4 pounds are necessary. The record also shows that 
the rates per mile for representative shipments in Official 
Classification are higher than in Western Classification 
or Southern Classification territory. From the standpoint 
of weight, size, quality and value no evidence was intro- 
duced to show a difference in the conditions of trans- 
portation as between the empty cylinders used for acety- 
lene gas and other empty cylinders that would justify 
a difference in the classification. Acetylene gas, a dan- 
gerous explosive. when shipped in less-than-carload quan- 
tities takes third class, and it does not seem reasonable 
that the cylinder when transported empty should take 
the same rating. 

Upon consideration of all the facts and circumstances 
appearing of record we are of the opinion and find that 
the classification rating of third class on empty coppered 
or nickeled acetylene gas cylinders in less-than-carload 
quantities in Official Classification is unjust, unreasonable 
and unjustly discriminatory, and that a just and reason- 
able classification rating on such cylinders is fourth class. 
An order to this effect will be entered. 

The record shows that the complainant pays the 


freight on all shipments between the recharging plants 
and distributing agencies and that the distributing agen- 


cies and dealers pay the freight to and from the con-. 


suming points., The complaint recites that certain of 
these distributing agencies and dealers, specifically named 
therein, have duly assigned their claims to complainant 
and at the hearing the offer was made to file these 
assignments and to prove the shipments. 

We further find that complainant and its assignors 
made the shipments involved as described and paid and 
bore the charges thereon at the rates herein found un- 
reasonable; that they have been damaged to the extent 
of the difference between the freight charges as paid 
on empty cylinders, coppered or nickeled, on the basis 
of the third class rating and those which would have 
accrued on the basis of the fourth class rating here found 
to be reasonable, and that they are entitled to reparation 
in the amount of this difference with interest thereon 
from the date the charges were paid. Complainant should 
prepare a statement showing, as to each shipment on 
which reparation is claimed, the date of shipment, points 
of origin and destination. car number and initials, routing, 
weight, rate applied, charges collected, and the amount 
of reparation due under our findings herein, which state- 
ment should be submitted to defendants for verification. 
The claims on shipments made by complainant’s assign- 
ors must show that the complainant was either the con- 
signor or the consignee. Upon receipt of the statements 
so prepared by complainant and verified by the defend- 
ants, together with the assignments, we will consider issu- 
ing an order awarding reparation. The case will be held 
open pending the receipt of the statements. 
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REPARATION ON WAGON FELLOES 


CASE NO. 7145 (36 I. C. C., 650-652) 
FLORENCE WAGON WORKS VS. MISSOURI, OKLA- 
HOMA & GULF RAILWAY CO. ET AL. 
Submitted May 13, 1915. Decided Nov. 8, 1915. 


Through rate charged for the transportation of a carload of 
wagon felloes in the rough from Achille, Okla., to Florence, 
Ala., found unreasonable to the extent that the rate charged 
for the portion of the haul from Memphis, Tenn., to Flor- 
ence exceeded the rate concurrently in effect on lumber. 
Reparation awarded. 


J. T. Ashcraft for complainant; H. L. Traber and Arthur 
Miller for Missouri, Oklahoma & Gulf Ry. Co. and others; F. G. 
Wright for St. Louis, Iron Mountain & Southern Ry. Co.; C. 
B. Northrop and A. M. Bull for Southern Ry. Co. 


BY THE COMMISSION: 


Complainant, Florence Wagon Works, was a corpora- 
tion engaged in the manufacture and sale of wagons at 
Florence, Ala. On Jan. 1, 1914, the Florence Wagon Co., 
also a corporation, purchased the property, assets and 
good-will of complainant. The complaint, filed on  be- 
half of the Florence Wagon Co. on Aug. 1, 1914, alleges 
that the rate of 28 cents per 100 pounds charged by de- 
fendants for the transportation of a carload of rough 
wagon wood shipped Feb. 19, 1913, from Achille, Okla., 
to Florence was unreasonable and unjustly discriminatory 
to the extent that it exceeded 23 cents. Reparation is 
asked and the establishment of a reasonable rate. 

The shipment consisted of wagon felloes in the rough 
and moved over the Missouri, Oklahoma & Gulf and the 
St. Louis, Iron Mountain & Southern railways to Mem- 
phis, Tenn., thence over the rails of the Southern Railway 
to Florence. No joint through rate was applicable. 
Charges were collected in the sum of $145.04, on 51,800 
pounds, at a combination rate of 28 cents per 100 pounds; 
14 cents from Achille to Memphis, 577 miles; 14 cents 
from Memphis to Florence, 151 miles. The rate charged 
to Memphis was the rate applicable on lumber. The rate 
charged from Memphis to Florence was 8 cents higher 
than the rate on common lumber, which was and is 6 
cents. Complainant challenges only the component 
charged by the Southern Railway for the haul from Mem- 
phis to Florence, contending that it should not have 
exceeded the rate on lumber by more than 3 cents per 
100 pounds. A rate of 8 cents maintained by the Southern 
Railway from Memphis to Florence on fence posts, head- 
ings, laths, shingles and kindred articles is cited and 
Ionia -Wagon Co. vs. A. G. S. R. R. Co., 19 I. C. C., 458 
(The Traffic World, Nov. 12, 1910, p. 690), in which we 
held that the rates charged on carload shipments of 
hickory spokes from Fort Payne, Ala., and Chattanooga, 
Tenn., when for Ionia, Mich., should not have exceeded 
the rates concurrently in effect on hardwood lumber from 
and to the same points by more than 3 cents per 100 
pounds. 


Defendants, while arguing that a part of a combination 
rate cannot logically be assailed and that only the entire 
rate from the point of origin to final destination should 
be considered, nevertheless contend that both the through 
rate and the Memphis-Florence component charged were 
reasonable. Numerous exhibits compare the through rate 
and component of the through rate assailed with rates 
on like traffic for similar distances in the same and in 
other territories. Traffic from Memphis to Florence moves 
to Sheffield, Ala., and thence 5 miles over a branch line, 
and across a drawbridge of considerable length over the 
Tennessee River. Defendant Southern Railway states that 
traffic is light over this branch and that the necessity 
for both day and night attendants renders the operation 
of its drawbridge expensive. These conditions must ob- 
tain, however, as well for traffic in lumber as for traffic 
in wagon felloes. The relationship between the rates 
on these commodities is the question primarily in issue. 

In Sligo Iron Co. vs. St. L. & S. F. R. R. Co. 28 
I. C. C., 616 (The Traffic World, Jan. 10, 1914, p. 56), we 
said: 

In Eastern Wheel Mfrs. Asso. vs. A. & V. Ry. Co., 27 I. C. 
C., 370, 382, we called attention to the lack of uniformity which 
prevails throughout the country in the relation of rates on wood 
articles and lumber, and in that connection we used the follow- 
ing language: 

“This situation should be remedied and the change should 


be toward greater uniformity. Rough lumber and finished prod- 
ucts should not be given the same rating. The differentiation, 
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however, must be based upon correct principles of classification. 
To this end we suggest the sabilention by the three classifi- 
cation committees of a uniform lumber list, to be divided into 
three or more classes, the first to include rough lumber and the 
succeeding classes to include wood articles in their various 
stages of manufacture. A fixed and proper rate relationship 
should be established between the manufactured articles and 
rough lumber from which they are made. Publication of lumber 
rates in commodity tariffs should, under this arrangement, au- 
Comaatyety fix rates on lumber products at the proper di‘fer- 
ential.”’ 

We are of the opinion that until the carriers have promul- 
gated a properly classified lumber list free from unjust dis- 
crimination it is unjust, unreasonable and discriminatory to 
force wagon wood and plow beams, in the rough, to bear higher 
rates than are imposed for like service upon many analogous 
manufactured wood articles which move at the lumber rate. 


The spokes involved in the Ionia Wagon Co. case, 
supra, cited by complainant, were “in the white” ready 
for use by the wheel manufacturers. The wagon felloes 
here involved were nothing more than rough, round sawed 
pieces of lumber. The rate on lumber applied to wagon 
felloes from Achille to Memphis, and defendants. have 
not shown why a different principle should apply to the 
rates beyond Memphis to Florence. No transportation 
or traffic reasons are shown. No reason appears, more- 
over, for not including wagon felloes of the kind involved 
in the list of wholly or partly manufactured products of 
lumber which carriers generally rate with lumber. 

Upon all of the facts disclosed, we find that the 
charges collected on the shipment involved were unrea- 
sonable to the extent that they exceeded the charges 
that would have accrued if the component of the through 
rate charged from Memphis to Florence had not exceeded 
the rate concurrently in effect on rough lumber of the kind 
of wood from which the felloes are manufactured from 
Memphis to Florence. Defendant Southern Railway Co. 
will be required to establish and maintain for the future 
for the transportation of wagon felloes, in the rough, in 
carloads, from Memphis to Florence, on shipments origi- 
nating at Achille, a rate not in excess of the rate concur- 
rently maintained by it for similar transportation of rough 
lumber of the kind from which the wagon felloes are manu- 
factured. We further find that the Florence Wagon Works 
made the shipment described in accordance with the 
foregoing statement of facts and paid and bore charges 
thereon at the rate herein found to have been unreason- 
able; that it was damaged to the extent that the charges 
collected exceeded the charges that would have accrued at 
the rate herein found reasonable, and that the Florence 
Wagon Co., the successor to the Florence Wagon Works, is 
entitled to reparation from the Southern Railway Co. in 
the sum of $41.44, with interest from March 15, 1913. 

This finding is made without prejudice to the con- 
clusions we reach in the proceeding entitled In the Matter 
of Rates on and Classification of Lumber and Lumber 
Products, Docket No. 8131, now in course of investigation. 

An appropriate order will be entered. 


NITRATE OF SODA IMPORT RATES 


CASE NO. 7114 (36 I. C. C., 653-654) 
KING POWDER CO. ET AL. VS. PENNSYLVANIA RAIL- 
ROAD CO. ET AL. 

Submitted Jan. 19, 1915. Decided Nov. 8, 1915. 


Increased import rates on nitrate of soda in carloads from Bal- 
timore, Md., and Philadelphia, Pa., to Carrel street station, 
Cincinnati, and Kings Mills and Morrow, Ohio, found not 
to have been justified. Reparation denied. 





G. M. Freer for complainants; F. L. Ballard for defendants. 


BY THE COMMISSION: 

Complainants are the King Powder Co. and the Senior 
Powder Co., engaged in the manufacture of powder, and 
the Charles Boldt Co., engaged in the manufacture of 
glass bottles, with principal offices at Cincinnati, O. By 
complaint, filed July 20, 1914, they allege that rates 
charged by- defendants for the transportation of carload 
shipments of imported nitrate of soda from Baltimore, 
Md., and Philadelphia, Pa., to Carrel street station, Cin- 
cinnati, and Kings Mills and Morrow, O., are unreasonable 
and unduly prejudicial. The establishment of reasonable 
and non-prejudicial rates for the future is asked and 
reparation. 

Shipments moved over defendants’ lines between Oc- 
tober, 1913, and November, 1914. Charges were collected 
based upon special import rates of 17 cents per 100 pounds 
from Baltimore and 18 cents from Philadelphia, but all 
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these shipments were sold to complainants and the charges 
borne by them on the basis of the Baltimore rate. 

Nitrate of soda must be imported. The entire supply 
enters through Gulf ports or Atlantic ports from Chile. 
The Official Classification rates nitrate of soda fifth class. 
The established import rate is considerably lower than 
fifth class, and for many years has been blanketed to all 
points from Pittsburgh, Pa., a 60 per cent point in the 
eastern trunk line percentage scale, to Chicago, IIll., the 
100 per cent point. On Feb. 1, 1913, the blanket adjust- 
ment was abandoned and the base rate from New York 
to Chicago increased from 19 cents to 20 cents. Carrel 
street station, Kings Mills and Morrow are 87 per cent 
points. The rates to these points were reduced to 14 
cents from Baltimore, 15 cents from Philadelphia, and 17 
cents from New York. On Sept. 1, 1913, all but 87 per 
cent points were blanketed with 100 per cent points, with 
the result that the rates to 87 per cent points were in- 
creased to 17 cents from Baltimore and 18 cents from 
Philadelphia. No change was made to the groups taking 
86 per cent rates and lower or to groups taking 100 per 
cent rates and higher. On Feb. 23, 1915, following the 
decision in the Five Per Cent case, 32 I. C. C., 325 (The 
Traffic World, Dec. 26, 1914, p. 1152), rates to 87 per cent 
points were further increased to 18 cents from Baltimore 
and 19 cents from Philadelphia. 

The King Powder Co. operates a plant at King’s 
Mills, the Senior Powder Co. a plant at Morrow. Both 
companies compete with manufacturers in Indiana and 
Illinois in groups taking higher than 100 per cent rates, 
and particularly with a plant at Goes, O., an 84 per cent 
point, less than 42 miles from complainants’ plants. The 
Charles Boldt Co. is located at Carrel street station, Cin- 
cinnati, and competes actively with bottle manufacturers 
at Zanesville, Newark and Toledo, O., 74, 76 and 78 per 
cent points, respectively. 

The average load of nitrate of soda is 29 tons. Com- 
plainants’ exhibits based on loads of 25 tons show that 
the 14-cent rate applicable from Baltimore to Goes, 581 
miles, yields 4.82 mills per ton-mile and 12.05 cents per 
car-mile, while the 17-cent rate applicable to Morrow, 
603 miles, yields 5.64 mills per ton-mile and 14.1 cents 
per car-mile. Other comparisons are made with like re- 
sults for other points involved. 

Defendants contend that these import rates are too 
low, and emphasize the wide margin between them and 
the higher class rates on the traffic. The rate competi- 
tion from Gulf ports, from which rates are made the same 
to Cincinnati and to Chicago, also is emphasized. When 
the base rate was increased and scaled eastward Chicago 
interests objected strenuously, defendants assert, to the 
resulting disparity between Chicago and Cincinnati. This 
opposition is urged in justification of the blanket adjust- 
ment established between 100 per cent groups and 87 per 
cent groups. 

We find upon the facts disclosed that defendants have 
not justified the increased rates assailed. The evidence 
does not justify an award of reparation. 

An appropriate order will be entered requiring the 
maintenance of rates on this traffic which shall not ex- 
ceed from Philadelphia 2 cents per 100 pounds less and 
from Baltimore 3 cents per 100 pounds less than 87 per 
cent of the rates concurrently in effect from New York to 
Chicago. 


DEMURRAGE DUE TO FLOOD 


CASE NO. 6852 (36 I. C. C., 655-656) 
JEWETT, BIGELOW & BROOKS VS. CINCINNATI, 
HAMILTON & DAYTON RAILWAY CO. ET AL. 
Submitted Dec. 9, 1914. Decided Nov. 8, 1915. 

1. Demurrage on Lake Cargo Coal Reconsigned on Account of 
Floods Lawfully Assessed.—Demurrage charges on certain 
shipments of coal at Toledo, O., found to have been assessed 
lawfully. 

2. Failure to Provide for Remission on Account of Floods Does 
Not Make Rule Unreasonable.—Defendant’s tariffs not shown 
to have been unreasonable in not containing a provision per- 
mitting the waiver of demurrage charges accruing because 
of flood conditions. Complaint dismissed. 





Beaumont, Smith & Harris for complainant: M. R. Waite 
and J. R. Schindel for Cincinnati, Hamilton & Dayton Ry. Co. 


BY THE COMMISSION: ; 
Complainant is a corporation engaged in mining, ship- 
ping and selling coal, with its principal office at Detroit, 
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Mich. By complaint, filed April 27, 1914, it asks to be 
relieved of the payment of demurrage charges assessed 
by the Cincinnati, Hamilton & Dayton Railway, herein- 
after referred to as the defendant, at Toledo, O., on cer- 
tain carload shipments of coal in 1913. The grounds are 
assigned: (1) That there was no tariff in effect author- 
izing the assessment of the charges; (2) that if the 
charges were assessed under tariff authority, the tariff 
was unreasonable in that it did not contain a provision 
permitting the waiver of demurrage charges accruing 
because of flood conditions. 

The shipments moved in the spring of 1913 from 
Logan, W. Va., to Toledo, intended for transshipment by 
lake vessels beyond, and were to be held at Toledo, in 
accordance with the usual practice, until enough coal had 
accumulated to make full cargoes, when the necessary 
vessels were to be chartered. About March 25, 1913, 
before all of the shipments had reached Toledo, flood 
conditions held out the other shipments. The coal ac- 
cumulated at Toledo was insufficient to constitute a full 
cargo, but, in preference to awaiting the delayed cars and 
in order to fill its contracts and to meet the pressing 
needs of its customers in Toledo and adjacent territory, 
complainant reconsigned the cars that had arrived to 
various points over all-rail routes. 

Defendant has been accustomed, for several years, to 
file demurrage tariffs applicable exclusively to lake coal, 
generally effective each year from about April 15 until 
December 31. Lake coal reaching Toledo prior to the 
opening of navigation is not subject to demurrage charges 
until the tariffs described take effect. Defendant’s tariffs 
provide that coal shipped as lake coal may be reconsigned 
either before or after arrival at Toledo. When lake coal 
is reconsigned, demurrage charges are assessed from the 
date of arrival at Toledo. When the cars involved were 
reconsigned, defendant regarded the shipments as all-rail 
from beginning to end and assessed demurrage charges 
for the full period of detention at Toledo, except for 48 
hours’ free time allowed, as provided for in tariffs cover- 
ing traffic generally, including coal, not intended for lake 
shipment. 

Complainant argues that its shipments were recon- 
signed prior to April 15, the effective date of the 1913 
lake coal tariff, and constituted lake coal up to the time 
of reconsignment, and that demurrage charges accordingly 
were unauthorized. We cannot agree with this contention. 
The reconsignment ordered changed the character of the 
shipments to inland shipments ab initio. The charges 
assailed apparently were assessed in accordance with the 
tariffs applicable to such shipments and therefore were 
assessed lawfully. 

It is not shown that defendant’s failure to provide 
exemption from demurrage charges under the conditiors 
existing in this case was unreasonable. 

An order dismissing the complaint will be issued. 


KIND FOR KIND TRANSIT RULE 


CASE NO. 5968* (36 I. C. C., 657-659) 
MALEY & WERTZ ET AL. VS. LOUISVILLE & NASH- 
VILLE RAILROAD CO. 

Submitted March 22, 1915. Decided Nov. 23, 1915. 


Defendant’s rules and regulations applicable to transit on lum- 
ber at points on its system shown not to be unreasonable 
or unduly discriminatory or prejudicial. Complaint dis- 
missed. 


J. R. Walker for complainants; N. W. 
Colston for defendant, 


CLEMENTS, Commissioner: 

The complainants in these cases are severally en- 
gaged in the business of manufacturing hardwood lumber, 
with their respective plants located at Evansville, “Ind., 
Memphis and Nashville, Tenn., the Nashville Lumbermen’s 
Club being a voluntary unincorporated association of lum- 
bermen, the members of which and on whose behalf the 
complaint is brought being named in an exhibit to the 
complaint brought by that association. 

The complainants in Nos. 5968 and 6822 seek repara- 
tion upon shipments moving within the last two years. 


Proctor and W. A. 


*The 
Nickey 


rT) 
OSl2, 


proceeding also embraces complaints in—No. 
& Sons Company, Incorporated, et al. vs. Same; 
Nashville Lumbermen’s Club vs. Same. 


6792, 
No. 
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Otherwise the allegations of the three complaints are 
substantially similar and the three were heard as one 
case. It is alleged that, effective on June 16, 1912, the 
defendant amended its transit rules and regulations by 
requiring shippers to keep detailed records and make daily 
reports of the receipt of all logs and to segregate each 
species of wood and lumber manufactured from the different 
varieties of logs, and by providing that the transit rate 
would not be accorded on a shipment of logs inbound 
unless an equivalent outbound shipment of lumber of the 
same species were made. The charge is made that the 
requirement of a segregation in claims and reports of 
each species of logs and lumber and the requirement that 
detailed records be kept and daily reports be made are 
unjust and unreasonable and unjustly discriminatory. 
What in substance complainants desire is that all hard- 
wood logs shall be regarded as one species and that the 
“kind for kind” rule be abrogated, which, if done, would 
make unnecessary the keeping of the records and the 
making of the reports now required. 


Complainants generally buy logs of the different 
species of hardwood timber, oak, ash, maple, poplar, etc., 
sometimes all at the same point and sometimes at dif- 
ferent points, and these logs are shipped to their re- 
spective plants without being separated in the cars, and 
occasionally shipments are billed as logs without any 
designation of the kind or kinds, although the tariffs re- 
quire such designation on the billing. The local tariff 
rate, called the gross rate, is paid on the logs when they 
move to the mills. Thereafter within 12 months when 
the lumber from any particular kind of logs is shipped 
out at the local rate to point of destination the defendant 
refunds a portion of the inbound rate on a sufficient 
quantity of logs of the same kind to make the lumber 
shipped out, it being estimated that 3 pounds of logs 
make 1 pound of lumber. The rate resulting by deducting 
the refund from the gross rate is called the net rate. 
The logs from which this lumber is made may move 
from different points of origin from which different 
amounts of refunds are applied. To illustrate, cars of 
oak logs may move from different stations from which 
the amount of the refund varies widely, and the manu- 
facturer may use any inbound expense bills to obtain a 
refund when he ships out his oak lumber, and as no 
differentiation of oak logs is made because of the point 
of origin he naturally uses the inbound expense bill which 
yields the highest refund. If when the manufacturer 
ships out poplar or maple lumber he could use an inbound 
expense bill on shipments of logs of whatever species, 
the opportunity to utilize the inbound billing yielding the 
greatest refund would be increased. It is the lack of this 
opportunity which is the gravamen of the complaints. 


Hardwood timber does not usually exist in sufficient 
quantities to justify the location of mills at the points 
where it grows, thus making necessary the location of 
mills at somewhat central points, to which the logs are 
hauled and manufactured into lumber. Different species 
of hardwood timber grow on the same land, and when 
the logs are cut it is more economical and is ordinarily 
necessary that all kinds be taken away at the same time. 
Although, as stated, mixed kinds of logs are shipped, the 
lumber made from the different species is separated in 
the yards. 


The underlying principle of all transit arrangements 
is that the same commodity which moves to the transit 
point shall move therefrom in a more or less changed 
form. To require absolute identity of inbound log and 
outbound lumber would destroy, of course, the value of 
the transit accorded these complainants, because of the 
impracticability of tracing each log or shipment of logs 
to the lumber produced therefrom; but complainants’ con- 
tention that because such absolute identity cannot be 
secured there should be permitted a further substitution 
by according to hardwood logs the net rate to the transit 
point upon shipment from such point of the required 
weight of hardwood lumber, without regard to the kind 
of logs or of lumber, is not sound. The argument from 
the premise that a regulation is not perfect fails to justify 
a conclusion that a less perfect regulation should be sub- 
stituted. 

The records and reports required to be kept and made 
by complainants as conditions precedent to obtaining the 
transit refunds are necessary to make effective the kind 
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for kind rule, and if that rule is just and reasonable its 
necessary incidents must be. 

The rules here complained of are similar to those 
considered by the Commission in National Casket Co. vs. 
S. Ry. Co., 31 I. C. C., 678, 698 (The Traffic World, Oct. 31, 
1914, p. 805), and what was there said in conclusion is 
applicable here: 

We are convinced, as before stated, that the kind for kind 
rule does minimize unlawful substitution, and in the ab- 
sence of any suggested efficient substitute therefor we are not 
prepared to find that the requirements in respect to the reports 
are ureasonable, ; 


Complainants presented testimony tending to show 
that the transit rules of the Illinois Central Railroad Co. 
are more liberal to shippers of logs and the products 
thereof than are the rules of the defendant carrier here 
complained of; that on defendant’s line different colored 
corn may be substituted the one color for another, and 
that spring wheat and winter wheat is rated as one com- 
modity for the purpose of applying transit refunds; that 
less frequent reports are required to obtain transit rates 
on wheat than on logs, and that no segregation of dif- 
ferent kinds, grades, or staples of cotton is required. 
It was shown that the defendant maintains the same 
transit rules relating to logs and lumber at all points on 
its line. Neither any one nor all of the facts proved by 
complainants constitute proof of unjust discrimination. 

It was suggested in evidence, although not alleged in 
the complaint, that the limitation of 12 months within 
which to use outbound billing of lumber to obtain a 
refund from the gross to the net rate on logs is too short. 
Upon consideration of the facts of record, however, we 
are not of opinion that the limitation is unreasonable. 

Without any allegation that the inbound rates on logs 
were unreasonable, complainants, over the objection of 
defendant, presented testimony seeking to prove that such 
rates as at present maintained are too high. The rea- 
sonableness of these rates is not in issue here and is 
therefore not determined. 

Upon consideration of the facts of record we are of 
opinion, and find, that the transit rules and regulations 
complained of are not unreasonable or unjustly discrimi- 
natory. An order dismissing the complaint will be entered. 


GRAIN TO THE SOUTHWEST 


—_——— 


1. AND S. NO. 598 (36 I. C. C., 660-661) 


Submitted Oct. 5, 1915. Decided Nov. 23, 1915. 


Proposed increased rates on grain from points on the Great 
Northern Ry. in Minnesota and South Dakota to points on 
the Kansas City Southern Ry. in Kansas, Missouri and 
Oklahoma and points on the Union Pacific R. R. in Kansas, 
found to have been justified. Order of suspension vacated. 


H. A. Scandrett, F. H. Moore and J. F. Finerty for re- 
spondents; C. E. Childe for protestants. 


BY THE COMMISSION: 

This proceeding involves the proposed cancellation of 
rates on grain. Item 1144-A in’supplement No. 3 to Kansas 
City Southern Railway tariff I. C. C. No. 3286, filed to 
take effect March 8, 1915, proposed to cancel the appli- 
cation of joint through rates on grain from St. Paul, 
Minn., to Kansas City Southern stations in Kansas, Mis- 
souri and Oklahoma from intermediate stations on the 
yreat Northern Railway in Minnesota and South Dakota. 
Item 135-B in supplement No. 31 to Union Pacific Railroad 
tariff I. C. C. No. 2548, filed to take effect March 10, 1915, 
proposed to cancel the joint through rates on grain from 
St. Paul and other stations on the Great Northern Railway 
taking St. Paul rates to Union Pacific stations in Kansas. 
The cancellations proposed would render applicable the 
lowest combinations of intermediate rates based on St. 
Paul, Kansas City, Mo., or Omaha, Neb., unless joint 
class rates are made to apply. Both items were suspended 
until Jan. 6, 1916. 

Respondents rely upon our decisions in Grain Rates 
from St. Paul, Minn., 82 I. C. C., 96 (The Traffic World, 
Nov. 17, 1914, p. 882); Rates on Grain Products from 
St. Paul, Minn., and Other Points to Stations in Kansas, 
Nebraska and Other States, Investigation and Suspension 
Docket No. 423, Unreported, and Rates on Grain and 
Grain Products, 33 I. C. C., 374 (The Traffic World, April 
3, 1915, p. 703). We found in the first case that the 
cancellation of joint through rates for the transportation 
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of grain from stations on the Great Northern Railway in 
Minnesota and Iowa to Kansas City, Mo., and points in 
Missouri, Kansas, Oklahoma and Colorado was justified, 
in the second that the cancellation of joint through rates 
for the transportation of grain and grain products from 
points in Minnesota, Iowa and South Dakota to points 
west of the Missouri River on the Union Pacific Railroad 
was justified, and in the third that increased rates pro- 
posed on grain and grain products from points on the 
Minneapolis & St. Louis Railroad in Iowa and Minnesota 
to points on the Chicago, Rock Island & Pacific Railway 
in the Southwest were justified. Suspended item 1%-A 
was published following our decision in the first case 
cited and respondents assert that the cancellation. which 
it proposes would have been included in the cancellations 
approved in that case, but for an oversight by the Great 
Northern. Suspended item 135-B was published following 
our decision in the second case cited and the cancellation 
which it proposes would have been included in the can- 
cellations approved in that case if the Great Northern’s 
request for it had been received in time. It was shown 
in all of the cases cited that there was an unusually 
heavy movement of corn to Kansas from the points of 
origin involved therein during 1913 in consequence of the 
drought in Kansas that year. The Great Northern in- 
tends to cancel the joint rates from St. Paul to the des- 
tination points here involved despite its belief that it 
could justify the departure involved from the long-and- 
short-haul rule of the fourth section of the act and prefers 
to cancel its joint rates on grain products, if necessary, 
rather than to re-establish joint rates on grain. 

Sioux City protestants admit that the cases cited deal 
with joint rates on grain from and to similar points of 
origin and destination, but contend that they are not con- 
trolling, for the reason that there is a demand for joint 
rates from the points of origin to the points of destination 
here involved and that grain has been and is moved from 
and to these points. They also contend that we erred 
when we found in Grain Rates from St. Paul, Minn., 
supra, that the rates which respondents there sought to 
cancel were comparatively low. But the evidence adduced 
does not refute our former findings that the tonnage in- 
volved is light in comparison with the grain tonnage to 
Chicago and that the rates considered, which were estab- 
lished to take care of an unusual movement, were low 
when compared with normal rates eastbound on a relative 
tonnage basis. 

One reason for the protest was that protestants in- 
tended to file a formal complaint attacking the rates from 
Sioux City to points of destination here involved. The 
complaint has since been filed and the case heard and 
submitted. Traffic Bureau of the Sioux City Commercial 
Club vs. C., B. & Q. R. R. Co., Docket No. 7821, not yet 
decided. 

We find that respondents have justified the proposed 
cancellation of joint rates and the order of suspension will 
be vacated. 


RAILWAY OPERATIONS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
A summary of the result of operations of 111 !arge 
steam roads in October, made public by the Commission 
December 4, shows a continuance of the tendency which 
began showing in the reports for September. The vyol- 
ume of business continued to show a big increase, and 
an even larger increase in the net because the expan- 
sion in expenses has not been in as great a ratio as tlre 
expansion of the quantity of business. 
For the country as a whole, these 111 roads, with 
a mileage of 141,007, had an increase in the operating 
revenue from $177,642,298 to $203,351,700. That large 
increase in the volume of business caused an increase 
in the expenses from $122,253,916 to $127,807,589. That 
caused the unprecedented jump of more than $20,000,- 
000 in the net revenue, the figures being $55,388,382 for 
October, 1914, and $75,544,111 for October, 1915. The in- 
crease was from $395 to $536 per mile, 
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In the eastern district, with a mileage of 42,024, the 
operating revenue rose from $85,610,100 to $100,059,369, 
while the expenses increased only from $60,680,806 to 
$64,328,052. That caused the net to rise from $24,929,294 
to $35,731,317, or from $594 to $850 per mile. 

In the southern district, with a mileage of 39,340, 
the revenue rose from $34,330,742 to $39,311,474, while 
the expenses rose from $25,274,466 to $25,975,727. That 
is to say, the operating revenue increased substantially 
$5,000,000, while the addition to the expenses was only 
about $200,000. The result is that the net rose from 
$9,056,276 to $13,335,747, or from $230 to $339 per mile. 

In the western district, with a mileage of 59,643, 
the operating revenue rose from $57,701,456 to $63,980,- 
857. The expenses increased from $36,298,644 to $37,503,- 
810, causing the net to rise from $21,402,812 to $26,477,- 
047, or from $363 to $443 per mile. 

For the four months of the current fiscal year the 
operating revenues for the country as a whole rose from 
$713,503,772 to $763,784,011. The operating expense, how- 
ever, declined from $489,373,552 to $486,844,364. The 
result of this upward jump of the operating revenue 
and the decline of the operating expense was an increase 
in the operating revenue of more than $50,000,000, the 
jump being from $224,130,220 to $276,939,647, or from 
$1,600 to $1,964 per mile. 

In the eastern district the operating revenue went 
up from $349,296,199 to $377,754,984. The operating ex- 
pense declined infinitesimally from $241,945,109 to $241,- 
911,072, causing the net to jump from $107,351,090 to 
$135,843,912. The net per mile increase from $2,557 to 
$3,232. 

In the sOuthern district the operating revenue rose 
from $138,783,388 to $145,278,430. The operating expense 
declined from $103,081,523 to $99,056,313, causing the net 
to rise from $35,701,865 to $46,222,117, or from $910 to 
$1,175. 

In the western district the improvement in the 
operating revenue was from $225,424,185 to $240,750,59.. 
The operating expense rose from $144,346,920 to $145,- 
876,979, causing the net to rise from $81,077,265 to $94,- 
873,618, or from $1,377 to $1,591. 

Railroad earnings for October, 1915, in comparison 
with the dull and depressed October of 1914, continued 
to show the large gains that began appearing in the 
summaries of results of large roads for September. The 
third summary for October, made public by the Com- 
mission December 6, covers 134 roads with a mileage of 
179,781. The reports from 41 large roads are still missing. 
The missing reports, it is believed, will improve rather 
than otherwise the showing made in this third summary. 

For the country as a whole the operating revenue 
rose from $220,951,539 to $252,574,507. The operating ex- 
pense increased from $149,114,745 to $155,876,304. The 
net revenue increased from $71,836,794 to $96,698,203, or 
from $401 to $537 per mile of road. 

The eastern district, with a mileage of 51,788, had 
an increase in the operating revenue from $103,952,490 
to $121,670,471. The operating expense also went up from 
$73,068,091 to $77,503,939. The net revenue rose from 
$30,084,399 to $44,166,532, or from $589 to $852 per mile 
of road. 

In the southern district, with a mileage of 41,039, the 
operating revenue increased from $35,537,632 to $40,728,- 
669. The operating expense rose from $26,154,857 to 
$26,961,553, causing the net operating revenue to rise 
from $9,382,775 to $13,767,116, or from $229 to $335 per 
mile. 

In the western district, with a mileage of 86,953, the 
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operating revenue rose from $81,461,417 to $90,175,367. 
The operating expense also went up from $49,491,797 to 
$51,410,812. The net revenue rose from $31,969,620 to 
$38,764,555, or from $371 to $446 per mile of road. 

In the four months of the current fiscal year the op- 
erating revenue for the country as a whole rose from 
$882,079,377 to $939,385,946. The operating expense 
dropped from $596,700,006 to $593,072,989. The net reve- 
nue rose from $285,379,371 to $346,311,957, or from $1,597 
to $1,926 per mile. 

In the eastern district the operating revenue rose 
from $422,203,204 to $457,773,538. The operating expense 
dropped from $292,610,389 to $291,890,641. The net rose 
from $129,592,815 to $165,882,897, or from $2,504 to $3,202 
per mile. 

In the southern district the operating revenue rose 
from $144,048,416 to $150,503,977. The operating expense 
dropped from $107,030,558 to $102,779,973. The net reve- 
nue rose from $37,017,858 to $47,724,004, or from $906 to 
$1,163 per mile. In the western district the operating 
revenue rose from $315,827,757 to $331,108,431. The op- 
erating expense rose from $197,059,059 to $198,403,375. 
The operating net rose from $118,768,698 to $132,705,056, 
or from $1,381 to $1,527 per mile. 


ELECTRIC HEADLIGHTS, ETC. 


THE TRAFFIC SERVICE NEWS BUREAU, 
Cotorado Buiiding, Washington, D. C. 


The question as to whether the Commission shall 
adopt rules for the inspection of boilers and their parts 
that will compel the railroads to use electric headlights 
and automatic bell-ringers was discussed on December 4. 
Oscar F. Ostbym, for acetylene headlight manufacturers, 
and Charles C. Pauding, for the New York Central and 
other railroads, opposed the rules proposed by Frank 
McMananemy, chief boiler inspector, who, while an em- 
ploye of the Commission, took the part of the men who 
propose that the railroads shall be forced to adopt the 
electric headlight. The proposed rules do not call for 
electric headlights, but when off their guard advocates 
speak of the rules as requiring such lamps. The opposing 
railroads never mention them except as the rules re- 
quiring electric headlights. 

Assisting McMananemy was W. S. Stone, chief of 
the Brotherhood of Locomotive Engineers, who told the 
Commission that he appeared before it as the spokesman 
for 350,000 brotherhood men, and W. S. Carter, head of 
the firemen. Mr. Stone said the railroads have always 
opposed anything proposed for the safety of lives and 
limbs, and that in this matter they are but doing their 
usual work. The arguments were full of insinuations, 
innuendoes and accusations of truth-killing. 

On account of McMananemy having put into his argu- 
ment statements of fact with regard to tests made since 
the hearing was closed, the Commissioners gave the rail- 
roads ten days in which to examine his typewritten speech. 
The railroad lawyers had placed in their brief extracts 
from accident reports from which the brotherhood wit- 
nesses had quoted. Stone claimed that that was new 
matter, not in the record, so he got ten days in which 
to file a further'reply brief. Then, when he made his 
speech, he quoted from congressional records running 
from 1892 down to date, confessing that the allegations 
of fact used by him were not to be found in the steno- 
graphic record, thereby adding to the happy-go-lucky sort 
of hodgepodge that passes for the record in this matter. 
But everybody was reasonably satisfied. 








No, 24 


75,367. 
797 to 
620 to 


he op- 

from 
(pense 
_ reve- 
$1,597 


' rose 
‘pense 
| rose 
$3,202 


/ rose 
pense 
reve- 
06 to 
ating 
e op- 
13,375. 
5,056, 


EAU, 
D. C. 


shall 
arts 
ghts 
er 4. 
rers, 
and 
rank 
em- 
who 
the 
for 
ates 
sing 
re- 


«of 
the 
nan 
of 
ays 
and 
leir 
ms, 








December 11, 1915 





THE TRAFFIC WORLD 1203 


Transportation Matters in Congress 


Rush of Bills in the Opening Days of the Session—New Members of House Committee— 
Measures for Enlarging the Commission and to Give It Power to 


Obtain L. and N. 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Three new Democratic members will take their places 
on the House committee on interstate and foreign com- 
merce just as soon as the Democrats of that body formally 
ratify the action they took in caucus December 4, to serve 
during the Sixty-fourth Congress; which met at noon 
Monday, re-elected James Beauchamp Clark to be speaker 
and took up the work that was dropped when the last 
session of the Sixty-third Congress died by limitation 
on March 4 last. The new members will be Charles P. 
Coady of Maryland, John F. Carew of New York and 
Arthur G. Dewalt of Pennsylvania. They take the places 
cf J. Henry Goeke of Ohio, Charles A. Talcott of New 
York and Raymond B. Stevens of New Hampshire, whom 
the mutations of politics retired from membership in the 
House at the congressionai election held in November, 
1914. 


Coady and Carew have been members of other con- 
gresses, while Dewalt comes as the successor to Repre- 
sentative Rothermel from the Reading district. He is the 
only distinctly new member. He has had a large experi- 
ence in Pennsylvania politics, his prominence being 
achieved when A. Mitchell Palmer upset the Guffey or- 
ganization in that state and made himself a national 
figure. Coady’s experience is in business and law, as 
well as in politics. He sought the place on interstate 
and foreign commerce because of Baltimore’s large in- 
terest in transportation questions. Carew is a New York 
City Democrat who was elected to the Sixty-third Con- 
gress, so that he has had two years’ experience in making 
laws, although in those two years he did nothing to bring 
him unusual notice in connection with any matter con- 
nected with transportation. 


Nothing much is expected from the committee. Chair- 
man Adamson, who succeeds himself, says the com- 
mittee will do well if it reports the Commission bill in- 
creasing its membership from seven to nine members, so 
that at least two members may be assigned to valuation 
work, and the bill authorizing the Commission to require 
the production of letters and papers relating to the business 
done by a railroad company, or the papers of anyone 
who has had any financial transactions with the carriers. 
That bill was also recommended by the Commission be- 
cause the courts held that the Louisville & Nashville 
was justified in refusing to give up the correspondence 
it had had with persons to whom it had given passes, or 
the correspondence with respect to any other matter, 
because the law did not give the Commission the power 
to require the surrender of such papers. 


Mr. Adamson says the committee and Congress will 
do well if they dispose of those two matters. Last year 
the committee reported the Rayburn bill giving the 
Commission authority to regulate the issuance of railroad 
securities, and the House passed it. Since that time 
there have been rumors that the love of Interstate Com- 
merce Commissioners, of President Wilson and other 
influential members of the administration for that meas- 
ure has cooled and that. Adamson’s limitation of activities 


Files Introduced 


to the two bills mentioned’ is to be taken as a left-handed 
announcement that the Rayburn bill, so far as the lead- 
ers are concerned, is dead. Officially they have not aban- 
doned it, but, unless compelled, they will not take it up, 
it is to be understood. However, on that point, the Texan 
who stands sponsor for it and some members of the 
Interstate Commerce Commission, it is understood, are 
inclined to insist on action being again taken by the 
House, even if it is reasonably certain that the Senate 
will again decline to act. 

The Democratic members of the House interstate 
and foreign commerce committee will be: William C. 
Adamson, Georgia; Thetus W. Sims, Tennessee; William 
A. Cullop, Indiana; Frank E. Doremus, Michigan; George 
F. O’Shaughnessy, Rhode Island; Dan V. Stephens, Ne- 
praska; Alben W. Barkley, Kentucky; Sam Rayburn, Texas; 
Andrew J. Montague, Virginia; Perl D. Decker, Missouri; 
Charles P. Coady, Maryland; John F. Carew, New York, 
and Arthur G. Dewalt. 

Bills Offered in Congress. 

Representative Adamson of Georgia and Senator Smith 
of the same state Monday introduced the bill favored 
by the Commission increasing its membership by two. 
members and authorizing it to divide itself into parts 
or committees for taking care of its business. The 
division, however, is not to be along geographical lines 
as proposed in the Kenyon Dill of the former session, 
which is to be considered again this year. 

Mr. Adamson also reintroduced the bill giving the 
Commission authority to require the production of files 
and correspondence, such as the L. & N. refused to give 
up and which the courts ruled it need not surrender. 

All possible phases of the regulation of interstate com- 
merce appear to be touched by the bills introduced in 
the House on the first day of the first session of the Sixty- 
fourth Congress, begun Dec 6. The bills introduced in the 
Senate appear to cover less of that wide field. So many 
bills were introduced on the first two days that the gov- 
ernment printing office will not be able to provide copies 
of all before about ten days, notwithstanding that it is 
the largest printing establishment in the world and sub: 
stantially its entire force was put to work on the flood of 
bills introduced on the first two days. About four thou- 
sand bills and resolutions were introduced on those two 
days. Inasmuch as the shortest of them requires one page, 
it is obvious that the literary efforts of the senators and 
representatives thrown out upon he world during those 
first two days, if gathered into volumes, would make forty 
books each of two hundred pages. All that mass of ma- 
terial is exclusive of the recorded talking done on those 
days and the petitions filed by congressmen willing to 
oblige constituents who have an idea that the course of 
legislation is directed because they had asked the law- 
makers to do or refrain from doing certain things. 

Chairman Adamson of the House committee on inter- 
state and foreign commerce a few days ago said that he 
was thinking of having the committee report only two 
bills, one increasing the membership of the Commission 
from seven to nine and one authorizing the Commission 
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to require the production of correspondence, such as the 
L. & N. refused to furnish the Commission. On the first 
day Mr. Adamson himself introduced eight bills proposing 
to make changes in the Act to regulate commerce. 

One of the bills introduced by Chairman Adamson 
(H. R. 200) authorizes common carriers in interstate com- 
merce to contract with newspapers for the publication of 
schedules and other information and issue receipts good 
for payment of transportation. Another bill (H. R. 196) 
prohibits the slaughter, sale, shipment and transportation 
through interstate commerce of calves and cows under 
certain ages and conditions; another one (H. R. 207) is 
to amend the Panama Canal Act of Aug, 24, 1912, and still 
another one is to regulate the interstate use of automo 
biles and all self-propelled vehicles which use the public 
highways in interstate commerce. 

Representative Dickinson of Missouri introduced a 
bill requiring the railways and other carriers to establish 
interstate rates which shall not exceed the combination 
of locals. 

Representative Clark of Florida goes farther in 
the direction of making rates in his bill (H. R. 729), which, 
according to its title, is to equalize transportation rates on 
vegetables, citrus and other fruits, transported from one 
state to another, His bill undertakes to make the Cali- 
fornia citrus fruit rates the measure of rates on like 
fruits and vegetables from Florida to northern markets 
based on a strict mileage basis. His theory that inasmuch 
as the haul from Florida to New York is shorter than the 
haul from Los Angeles to New York, Florida should have 
no rates higher in proportion to distance than those from 
California, 

A number of bills were introduced by congressmen 
amending the Act to Regulate Commerce by forbidding a 
carrier subject to the Act to transport the products of 
certain forms of child labor or of convicts. 

Representative Rayburn of Texas reintroduced his bill 
authorizing the Commission to supervise the issues of se- 
curities by railroads so as to prevent over-issues. Several 
other congressmen introduced similar bills. 

Chairman Alexander of the Merchants’ Marine and 
Fisheries’ Committee introduced a bill to regular carriers 
by water by means of a commission authorized to establish 
rates and in general have the power over water carriers 
now exercised by the Interstate Commerce Commission 
over railroads. Several other bills of that character were 
introduced. President Wilson and Secretary McAdoo are 
represented in recent gossip as being willing, in the event 
they cannot procure the passage of their ship purchase 
bill, to accept the Alexander measure as a substitute. 
The chief of these other bills is that by Representative 
Curry of Massachusetts, whose bill provides a name for the 
proposed regulating body by saying it shall be known as 
the Merchant Marine Commission. 


Cummins Amendment. 


About a dozen bills repealing or modifying the Cum- 
mins amendment have been introduced in the two houses 
of Congress. The jam in the government printing office, 
however, has been so great that none of the bills has yet 
been printed. 

Chairman Adamson of the House committee on in- 
terstate and foreign commerce has not placed on the 
program of things to be done by his committee the passage 
of any bill relating to the work of the Iowa senator. 
That, however, is not conclusive. The committee is free 
to take up anything it desires, regardless of the wishes 
of the chairman, and the committee, especially in the 
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enactment. of the Panama Canal act, showed its ability 
and willingness to disregard the wishes of the chairman. 

At least a dozen bills for the repeal of parts or the 
whole of the La Follette seamen’s law have also been 
introduced. Representative Humphrey of Washington, the 
leading Republican member of the committee on merchant 
marine and fisheries, introduced a bill repealing section 
13, which is the obnoxious one. That is the one which 
caused the Pacific Mail to retire from the transpacific 
trade. 


TRANSCONTINENTAL RATES 


(Continued from page 1196) 


mation that the carriers would assume any such atti- 
tude. They made their application while the canal was 
open, and the hearing proceeded without regard to the 
fact that the slides had eliminated the boats as carriers 
via the short route. It is felt’ that the railroads im- 
proved their standing before the Commission by suggest- 
ing to it that they are not asking for privilege of reduc- 
ing rates for the mere purpose of seeing how low they 
can make them. 

“T believe all the principles pertaining to this mat- 
ter have been settled by the decision of this Commis- 
sion in the Schedule C application,’ said Mr. Wood. “If 
the railroads can make something more than the out- 
of-pocket cost of hauling these commodities they should 
be allowed to do so. The policy of the Commission 
seems to be this: That it is in the interest of the 
public that there be the largest possible measure of 
competition between transportation’ systems and that 
the railroads should be allowed to make rates that are 
necessary to meet the competition, provided that those 
rates yield something more than the cost of the service 
and are reasonable at the intermediate point. It seems 
to be the policy of the Commission to encourage com- 
petition that is not destructive. As we see it, we are 
asking merely that this Sunset-Gulf route be allowed to 
engage in carrying the commodities mentioned in the 
applications, 

“The loss to that route has been acute and intoler- 
able. It is not asking to be allowed to enter a new 
territory, but merely to continue in the territory in 
which it was the first comer. It was the chief factor 
in that territory until the opening of the Tehuantepec 
route. It is peculiarly susceptible to the competition 
of ocean transportation, because all the tonnage it car- 
ries must go via New York. The Sunset-Gulf route has 
no intermediate territory of production. It can partici- 
pate in only that transcontinental business in which the 
ocean carriers are its direct competitors; that is to say, 
from port to port. 

“It is the direct water competition we are asking the 
privilege of meeting, and none other. The rates we 
propose are from New York to the deep-water ports on 
the Pacific coast. They are the rates that are necessi- 
tated by the water competition. They are subnormal and 
our rates must be deemed to be just and reasonable, be- 
cause they were prescribed by this Commission.” 


Mr. Wood quoted statistics to show that since the 
fiscal year 1907, the year after the Tehuantepec route had 
been opened, the Sunset-Gulf route has lost 85 per cent 
of its business. In that year it carried 196,000 tons from 
Atlantic ports to California and in 1915 only 6,518 tons. 
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In 1908 the ocean-takings amounted to 48,985 tons, while 
in 1915 they amounted to 296,700. 

“Nothing more clearly demonstrates than those figures 
that the Sunset-Gulf cannot compete with the ocean Car- 
riers at the present rate. The all-rail routes are also 
out of this business.” 


Then Mr. Wood went outside of his legal argument, 
so to speak, to take a few thrusts at the arguments made 
by Mr. Lyon in the course of the hearings, which seemed 
to go more to the question of the policy of Congress than 
to the power of the Commission. “We had not assumed 
when we made these applications that their propriety 
could or would be assailed, or that the propriety of the 
Commission granting the permission could be assailed; but 
counsel for the intervening steamship lines has done so. 
He has treated the tonnage that may be carried from 
the Atlantic to the Pacific coast as something in which 
the steamship lines have a vested right. He has said 
‘they (the canal lines) will exercise their right if not 
interfered with by the Interstate Commerce Commission.’ 
We can understand how, believing they have a vested 
right, they could think of orders by the Interstate Com- 
merce Commission as interferences. The Southern Pacific 
does not claim that because its tonnage has declined, it 
is the duty of this Commission to restore any part of 
that business to it, but it does assert that it should be 
allowed to bid for this business, by means of published 
rates, without being penalized by the lowering of inter- 
mediate rates. These interior rates were made by this 
Commission; as I understand it, the fourth section was 
passed for the benefit of the interior states, yet not a 
single representative of the interior states is here pro- 
testing against the making of the rates we have sug- 
gested. The only protest comes from the steamship com- 
panies that used the canal while it was open and who 
seem to believe they have a vested right to carry this 
tonnage. 

“As I see it, the one real question before you is as 
to whether the rates we propos2 are necessitated by the 
water-line rates. The present water-line rates are mo- 
nopolistic, according to the testimony of the steamship 
men. They have testified that they have no railroad 
competition and that the weaker ship lines are being 
forced out of the business. In six years the American- 
Hawaiian doubled its fleet, and since 1912 it has added 
eight or nine ships, so that now it has a fleet of 26 
vessels.” 


Commissioner Clark asked whether, in the event 
the Commission granted this permission, it would not 
also have to allow the all-rail lines to make the same 
rates. Mr. Wood said he supposed the Commission 
would have to do that. He added that, while the South- 
ern Pacific has an all-rail route which it thinks is an 
economically operated as it is possible to operate an 
all-rail line, the company has not been able to convince 
itself that it could show for the all-rail route that the 
proposed rates would afford a return greater than the 
out-of-pocket cost. 

Paul P. Hastings, assistant general freight agent 
for the Atchison, spoke briefly in behalf of the appli- 
cations other than that pertaining to the 55-cent rate 
on iron and steel. He, said that the Santa Fe, the 
Western Pacific and the Salt Lake railroads have asked 
permission to make the 55-cent rate westbound, “but we 
have no agreement with our castern connections with 
regard to tonnage from points east of Chicago, but we 
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do want such rates from Chicago that may be given 
to the Southern Pacific from Isew York. 


“Our position is simply this: If the manufacturers 
of the middle West cannot ship, we cannot haul.” With 
regard to application 10227, he said the three roads for 
which he was speaking asked for the privilege of carry- 
ing canned goods at the same rates that have been 
accorded to the Southern Pacific via the Gulf route. 

Frank Lyon, for the intervening steamship lines, 
said that apparently, and judging from Mr. Wood’s re- 
marks, the water lines have committed a crime. He 
said that, so far as he could find out, their crime con- 
sisted of floating ships through the canal for the con- 
struction of which Congress has appropriated approxi- 
mately half a billion dollars. Explaining his remarks 
about interference and rights, Mr. Lyon said that the 
Commission, by grant of the permission to make low 
eastbound rates on canned goods, had turned some of 
that tonnage over to the rail lines. He said that if the 
Commission refuses permission to make the low rates 
asked for in these applications the boats will take the 
tonnage, as is their right. He said it was ridiculous 
to construe his language as meaning a vested right in 
the law sense of those words. 


“The question before this Commission, it seems to 
me, is, Are the railroads to be permitted to take trans- 
continental freight from the boat lines as fast as it is 
created? Congress knew that the railroads controlled 
many water lines, hence it enacted the Fifth Section 
of the Panama Canal law, and absolutely forbade the 
use of the canal to railroad owned or controlled steam- 
ships. 


“We are here asking that these railroad rates shall 
be maintained at their present level so that the steam- 
ships can remain in the business which Congress thought 
they should do. We maintain it is the duty of this In- 
terstate Commerce Commission to keep the terminal rates 
as near the level of the interior rates as possible. The 
water lines should not be compelled to meet the rates 
made by rail lines. By proposing this low 55-cent rate 
on iron and steel articles the railroads are striking at 
the vitals of the water carriers, especially at those of 
the smaller lines. Their boats need this heavy tonnage 
to enable them to carry other things.” 


Speaking of the low rates that were in effect the first 
two months the canal was opened, Mr. Lyon said the 
water lines were demoralized. Steamship lines, almost 
without number, were organized—on paper—resulting in 
rates that were in effect for not more than two months 
at a time when everything was depressed by reason of 
the war. Since that time rates have advanced from 40 
to 100 per cent and the present rates have been in effect 
since last February, and they will go higher. Mr. Lyon 
added: “There is no prospect of lower steamship rates 
in the immediate future.” 

At the afternoon session arguments were made by 
W. A. Glasgow, Jr., Chas. Kimmick, F. H. Wood, Frank 
Lyon, H. A. Scandrett, H. C. Barlow, Martin Van Persyn, 
Chas. Donnelly, N. L. Moon and C. L. Lingo. 

Mr. Glasgow’s interest was that of the sugar refiners 
on the Atlantic seaboard. He said the question before 
the Commission was one of the most important ever 
presented for its consideration. He objected to giving 
the railroads permission to make a rate of 40 cents on 
jugar eastbound from the California refineries on the 
Zround that that rate would be better, in a transporta- 
tion sense, than anything offered shippers by the water 
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lines. In other words, he said the railroads are propos- 
ing to do something more than meet the water competi- 
tion. He suggested that the Commission has no power 
to permit them to do anything of that kind without 
observing the long-and-short-haul part of the Fourth 
Section. 


Chas. Kimmick, for Charleston, S. C., objected to 
the making of rates from and to the interior as being 
an effort on the part of the Commission and the rail- 
roads to deprive the ports of the advantages nature gave 
them. He said that if rates are made to and from the 
interior via the ports the effect is to make them mere 
landing places instead of what they would naturally be, 
points of distribution. 

H. A. Scandrett, for the Union Pacific, said he had 
no authority to join Mr. Wood in the proposition that 
the effective date of the order should be made depend- 
ent upon the reopening of the canal. Personally, how- 
ever, he said the proposition commended itself to him, 
and he desired the Commission to know that to him it 
seemed a reasonable solution. 


Chicago interests were then presented to the Com- 
mission by Mr. Barlow and Mr. Van Persyn, the former 
for the Chicago Association of Commerce, and the latter 
for Sprague, Warner & Co. Mr. Barlow said that Chi- 
cago was entitled to the advantage of her geographical 
location, which is nearer the Pacific Coast than Pitts- 
burgh. He did not undertake to deny that the adjust- 
ment on iron and steel rates, which constitute the key- 
stone in this matter, had been made with relation to 
Pittsburgh as the center of the iron and steel industry. 
That fact, however, does not impress him because its 
continuance ignores the fact that iron and steel plants 
exist at points other than Pittsburgh which are geo- 
graphically in a better position to supply markets that 
had to be supplied from Pittsburgh when the last-men- 
tioned place was the only source of supply. 

Mr. Van Persyn said that wholesale grocers, such 
as the firm he represented, are desirous of having the 
question settled. While everything is in the existing 
unsettled state it is impossible for the traveling sales- 
men to take orders for deliveries five and six months 
hence. He said that on account of the closing of the 
canal his firm had to absorb in many instances the dif- 
ference between rail-and-water rates and the all-rail 
rates, the absorptions in many instances being as high 
as 110 per cent of the value of the commodity shipped. 
In other words, Sprague, Warner & Co. on some ship- 
ments had to stand aciual losses so as to retain trade. 
He complained about New Yorker who is able to 
ship coffee to California at prices that cannot be met 
by the Chicago man. He said the Chicagoan hopes for 
rates to the Pacific Coast amounting to a combination 
of the local to New York plus the New York water 
rate. Mr. Lyon suggested that coffee does not grow at 
Chicago. Mr. Van Persyn suggested that it does not 
grow at New York, but Mr. Lyon countered on that by 
suggesting that Chicago must get coffee through either 
New York or New Orleans and pay the local rate from 
the port, so that it is hardly reasonable for that city to 
ask for rates that will enable them to job coffee in 
competition with the ports which pay no rail rate on 
their green coffee. Mr. Lyon said that Mr. Van Persyn 
was presenting a matter of market competition and not 
of transportation competition. 

Chas. Donnelly, for. the Northern Pacific, said that 
the Commission in its original decision on schedule “C” 
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had granted the railroads permission to make the 55- 
cent rate on iron and steel, but they had not made it 
simply because the transcontinental railroads had not 
been able to agree with the trunk lines for a division 
of the 55-cent rate. He said that conceivably the Com- 
mission might now say that it had made a mistake in 
allowing the 55-cent rate to be put into effect from 
Chicago and Mississippi River crossings, but that unless 
it does say it made a mistake, it cannot in consistency 
deny extension of that rate to Pittsburgh. With regard 
to the contention of the eastern Pennsylvania iron and 
steel men that they also are entitled to the 55-cent 
rate, Mr. Donnelly said it could not be charged that 
the transcontinental railroads discriminate against the 
eastern Pennsylvania plants if they do not extend the 
rate in advance of their ability to agree with the trunk 
lines as to divisions. 

“Does the law contemplate competition that will re- 
sult in the elimination of the water lines?” asked Com- 
missioner Clements. 

“That question is not before us,’ said Mr. Donnelly, 
“but the law does certainly contemplate the possibility 
of elimination. Every act of Congress during the last 
twenty-five years, except one, provides for free competi- 
tion, the end of which is the elimination of the weaker 
party. That one exception is the Federal Trade Com- 
mission law. But so far as transportation is concerned, 
the rule continues to be that of free and full competi- 
tion, involving the possibility of the elimination of one 
or more of those engaged therein. But this 55-cent rate 
will not eliminate any of the water lines. The American- 
Hawaiian at the opening of the canal made a rate of 
30 cents per 100 pounds, and later reduced it to 25 
cents. The rate is now 45 cents, because the water 
lines have found that they can get all the business they 
can carry at the higher rate. They may say that the 
25 and 30 cent rates were sub-normal, but the fazt is 
that they publish them, and we know they carry sub- 
stantial tonnage on them.” 

With regard to the position of Chicago in this mat- 
ter, Mr. Donnelly said it is that of a community which 
is trying to retain a temporary advantage. He said 
Chicago never had a rate on iron and steel lower than 
Pittsburgh, and it never would have had but for the 
inability of the transcontinental carriers to come to an 
agreement with their connections as to a division of 
rates. 

Mr. Lingo restated the proposal made by him at the 
hearings made up of the export rate plus a figure ar- 
rived at by applying the operating ratio, the result of 
which would be a rate of about 45 cents from Chicago 
as against the 55-cent rate now in effect which dis- 
placed a 75-cent rate. 


LEA AFTER THE L. & N. 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

Senator Lea of Tennessee, defeated in every other bout 

he has had with the L. & N., Thursday tried a new tack, 

filing a formal complaint in behalf of himself and others 

who do not ride on passes, alleging that the L. & N. wastes 

hundreds of thousands of dollars annually by giving free 

passes to state officials and shippers, which constitutes a 

burden on those who pay fares and makes freight rates 

unnecessarily high. He asks the Commission to forbid 

the issuing of passes on the ground that it is an unjust 
discrimination against persons who pay. 
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PRESIDENT ON TRANSPORTATION 


(Extract from President Wilson’s annual message to Congress.) 
The tranportation problem is an exceedingly serious 
and pressing one in this country. There has from time 
to time of late been reason to fear that our railroads would 
not much longer be able to cope with it successfully, as at 
present equipped and co-ordinated. I suggest that it would 
be wise to provide for a commission of inquiry to ascer: 
tain by a thorough canvass of the whole question whether 
our laws as at present framed and administered are as 
serviceable as they might be in the solution of the prob- 
lem. It is obviously a problem that lies at the very foun- 
dation of our efficiency as a people. Such an inquiry ought 
to draw out every circumstance and opinion worth con- 
sidering, and we need to know all sides of the matter if we 
mean to do anything in the field of federal legislation. 

No one, I am sure, would wish to take any backward 
step. The regulation of the railways of the country by fed- 
eral commission has had admirable results and has fully 
justified the hopes and expectations of those by whom 
the policy of regulation was originally proposed. The 
question is not srhat should we undo? It is whether there 
is anything else we can do that would supply us with ef- 
fective means in the very process of regulation for bet- 
tering the conditions under which the railroads are 
operated and for making them more useful servants of the 
country as a whole. It seems to me that it might be the 
part of wisdom, therefore, before further legislation in 
this field is attempted, to look at the whole problem of co- 
ordination and efficiency in the full light of a fresh assess- 
ment of circumstance and opinion as a guide to dealing 
with the several parts of it. 

For what we are seeking now, what in my mind is 
the single thought of this message, is national efficiency 
and security. We serve a great nation. We should serve 
it in the spirit of its peculiar genius. It is the genius of 
common men for self-government, industry, justice, liberty 
and peace. We should see to it that it lacks no instru- 
ment, no facility or vigor of law, to make it sufficient to 
play its part with energy, safety and assured success. In 
this we are no partisans, but heralds and prophets of a 
new age. 


PRESIDENT’S MEANING DISCUSSED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


There is no comment for publication around the Com- 
mission on the president’s suggestion in his address to 
Congress that there be an inquiry by a commission to 
determine whether the present method of regulating rail- 
roads is the best that could be devised. 


The president’s language was so general that it pro- 
voked more inquiry as to what he meant than comment 
upon the merits of his proposition. Beneath the surface 
there was a report current soon after the address to Con- 
gress was finished that what he is aiming at is the dis- 
covery of some method whereby the friction between the 
federal regulating bodies and the states may be elim- 
inated. In the talk about the cloakrooms it was assumed 
that he was making a diplomatic approach toward a ques- 
tion on which the party of which he is the leader is sup- 
posed to have only one thought—namely, that if there is 
a conflict between the federal and the state authority, the 
former must give way unless there is overwhelming reason 
for it to prevail. 
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Senator Underwood of Alabama is credited with hav- 
ing persuaded the president to include the suggestion for 
this inquiry in his address to Congress. He thinks that 
an investigation by Congress is desirable, although he is 
not prepared to offer and press the necessary legislation. 
His idea is that the interstate and. foreign commerce com- 
mittees of the House and Senate should bring forward 
such legislation. 

“There is something wrong with the present system 
of regulating the railroads through the Interstate Com- 
merce Commission,” said Senator Underwood in discussing 
the subject. “In saying this I do not mean to reflect upon 
the Commission, which is probably doing the best it can 
in the circumstances surrounding it, and under the powers 
conferred on it, but sooner or later I am convinced the 
Commission as an agency of the government will fail to 
meet the situation. Congress then will have to act. When 
that time comes we should have the fullest information on 
which to legislate. At the present time the railroads are 
handicapped. We have seen an example very recently in 
the congestion of traffic for the export business, as a result 
of which the carriers have been compelled to admit their 
helplessness to meet an emergency.” 

The senator suggests in connection with that observa- 
tion that unless something is done the railroads will be 
helpless because they will not be able to handle the traffic 
when the prosperous condition of 1907 is restored. His 
idea is that the present system of regulation has made it 
impossible for the railroads readily to borrow money at 
four per cent, which he says they were able to do a few 
years ago. . 

“An investigation to be of value should be open to 
the carriers and the shippers alike,” says he. “Every 
interest involved in transportation should be fully heard. 
The object of the investigation should be solely in the 
interests of the public .without in any way injuriously 
affecting the rights of either carrier or shipper.’ 


When it was suggested to the senator that the em- 
bargoes on export traffic are due to the fact that there are 
not ships enough in the ports to carry away the goods 
that have been brought to them by the railroads, he said 
that phase of the subject would naturally come up in the 
course of such an investigation as he proposed. 


PREPAREDNESS AND THE RAILROADS 


(By George Dallas Dixon, Vice-President in Charge of Traffic, 
Pennsylvania R.R., before the International Trade Conference 
in New York.) 


If the word should be flashed over this country that 
war had been declared and that the United States was 
about to enter into a conflict with another great world 
power, our condition of preparedness—what had been 
done and what had been left undone—would at once be- 
come the most immediately vital question before the 
American people. War has not been declared. It is 
not imminent nor, so far as we can see, even probable, 
and we hope that it never will be. But we have been 
compelled—even though unwillingly—to consider possi- 
bilities, and already national preparedness is being given 
much thought. 


It has often occurred to me that in all the discussions 
of this subject, one of its most important phases, possibly 
its most important, has been overlooked by the majority 
of people. I refer to transportation. Taking everything 
into consideration, it is really a great question whether 
it is not every bit as important that our railroads should 
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be prepared for national defense as it is that our navy 
and our army should be prepared. 

As we are virtually pledged against another war of 
aggression, our military plans must necessarily be plans 
of defense, with a greater navy, primarily, and a greater 
army, secondarily, as the most obvious needs. There is 
danger, however, that the very obviousness of these 
necessities in any plan of preparedness may blind the 
eyes of Americans to another necessity which is less 
obvious but by no means any less vital, and that is ade- 
quate preparation for the mobilization and co-ordination 
of the internal resources of the country. 

This means good railroads. Not merely as good as 
we have now, but better. 

Suppose that a hostile army was about to invade our 
land. Can we exaggerate the importance that would 
then attach to an internal transportation system at the 
highest state of efficiency, with every facility ready to 
render the maximum of service, whether in the rapid 
assembling and transportation of troops, the movement 
of munitions, or the carrying of the materials required 
for the erection of the new plants that would probably 
be necessary to meet the enormous demands for military 
supplies? 

Just for the sake of argument, imagine that the 
United States were attacked by some foreign power— 
England, or Germany, or France, or Italy, or Russia, or 
Japan or any other great nation. Consider the diversity of 
the problems that would have to be met in any one of such 
contingencies, and then ask the question, What part would 
the American railroads play in the scheme of national 
defense and what would be expected of them? 


Value of Railroads in Preparedness. 


There are, to be sure, abundant commercial reasons 
why it would well repay the American people to conserve 
and encourage their railroad systems and make their more 
rapid expansion and upbuilding possible. Well-constructed, 
well-equipped, properly manned, skillfully managed and 
solvent railroads are necessary to a healthy state of busi- 
ness. But as a military resource, a vital element in pre- 
paredness, they would be valuable beyond the possibility 
of expression in terms of money. 

During the period from which we are just emerging, 
when business was, to say the least, quiet, our railroads 
were unable for financial reasons to improve their prop- 
erties in anticipation of a return to what I might call a 
prosperous era. Their earnings were not sufficient to 
warrant investors in supplying the capital needed to pro- 
vide facilities for a greatly enlarged traffic, nor were 
they enough to enable the roads to put by a. surplus for 
better cars, heavier bridges, more modern signals and all 
of those things which go to make up a good railroad, but 
which, except to a very small extent, do not increase a 
railroad’s earning power. 

Private capital is ready to-day to invest in our Ameri- 
can railroads and needs only the assurance that the people 
and the government wish to see it allowed a fair and 
reasonable return. 

Just consider how helpful it would be now to the 
country’s welfare if our railroads had the facilities needed 
at this very moment to handle our export commerce—I 
might almost say, under existing circumstances, the 
world’s commerce. 

Certainly the present situation in which the railroads 
of this country find themselves should be adequate proof 
to the people that our railroads should be prepared for 
any possible emergency, whether it be to handle an 
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extraordinary quantity of traffic, such as is now being 
offered for transportation, or for any extraordinary serv- 
ice the government might call on them to perform. 

The very existence of the nation, in the unhappy 
event of a war, might well hinge upon the ability of our 
interior transportation systems to bear the tremendous 
burdens that would be put upon them, without collapsing. 
To be certain of so doing, they need great strength, much 
more than, as a whole, they have to-day. 

The war in Europe has taught no surer lesson than 
this, that great forces of men, however courageous or 
admirably trained, are of little military value without 
the means of moving them with promptness and order 
and of keeping their many needs continuously supplied. 
This means transportation facilities that can be counted 
on to work with the smoothness and certainty of a ma- 
chine. Without such facilities, all other preparations are 
useless, and the effort put into them wasted. 

The railroads have played an important part in all 
the great wars of the last three-quarters of a century, 
that is, in every principal struggle of nations and rulers 
since the wars of Napoleon. But never before have they 
assumed the importance that they hold in the present 
war. Practically every great campaign in Europe during 
the last 14 months has centered, at some crucial stage, 
about the possession of a railway line or junction point, 
control of which meant rail communication, or the loss 
of it, for one side or the other. The whole land cam- 
paign in the Balkan States, and the intricacies and ram- 
ifications and intrigues of diplomacy that have accom- 
panied it, resolve themselves into a struggle, on the one 
hand, to establish a line of railroad communication be- 
tween central Europe and Turkey, and, on the other hand, 
to prevent the establishment of such a line. 


The Strength of the Germans. 


The ability of the Germanic allies, thus far, to exist 
within the “Iron Ring” and not only to prevent it from 
contracting with a crushing pressure, but to push it back 
here and there, and even to break through it in places, 
is, of course, due to many factors, but certainly to none 
more than to that perfection of plan and facilities for 
railroad transportation in every direction, at any time, 
which was one of the principal elements in Teutonic pre- 
paredness. By her railroads Germany has kept her armies 
and material resources liquid and they have flowed from 
one frontier to another with the swiftness and smoothness 
of water. 

The German railroads were built and developed, un- 
der a militaristic system, with a first eye for military 
use. Our railroads were built by private capital to serve 
the needs of the commerce of a non-militant people, and- 
are in themselves commercial enterprises. This, however, 
in no way detracts from their value for military purposes, 
since economic law has seen to it that they connect the 
centers from which men and supplies must be drawn in 
case of war. 

The American people can make no wiser investment 
in military preparedness and can buy no stronger assur- 
ance for the preservation of the nation’s integrity, than 
by allowing their privately owned railroads sufficient in- 
come at all times: 

1. To bring all track and roadway up to standard 
conditions and maintain it thus. 

2. To construct the double, triple and quadruple 
tracking and to make the terminal extensions and im- 
provements that are required now, by the needs of peace, 
and which would be of immeasurably greater value if the 
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railroads were ever called upon to assist in military op- 
erations. 

3. To acquire sufficient supplies of locomotives and 
cars of modern types, and to reconstruct or replace all 
obsolete equipment. 

4. To hold in the service a sufficient number of well- 
trained, well-paid and satisfied men, both officers and em- 
ployes, to assure prompt and efficient operation in any 
emergency. 

Some railroad systems are substantially in this con- 
dition at the present time, but many, less fortunately 
situated, are not. If all were enabled to become so, within 
a reasonable time, the nation would be possessed of a 
military resource of inestimable value. * * * #* 

If the railroads have meant so much to France, Eng- 
land and Germany at war, with their comparatively small 
areas and relatively short distances, what would they 
mean to this country, under a like circumstance, with 
great cities 3,000 miles apart, with a population of almost 
100,000,000, scattered ofer 2,974,000 square miles of ter- 
ritory, and confronted with the immediate necessity of 
greatly increasing the industrial output and transporting 
the products to the place of utilization, of developing un- 
touched and remote resources and or organizing and 
mobilizing large armies? 

If our railroads are ever called upon to assist in the 
nation’s defense, what would it be worth to the American 
people to have allowed these railroads the necessary 
funds required for the needed double and quadruple track- 
ing, extension of lines, modernizing of all equipment, and 
the enlargement of the terminal facilities necessary to 
prevent congestion? 

What would happen to America if its railroad trans- 
portation system broke down when called upon by the 
people of the country to aid in her defense? 

These are pertinent questions. 


Next, then, to an adequate army and navy, if not in- 
deed of equal importance, is the condition of the railroads 
of the United States as a factor in national preparedness. 
Only railroads of the highest efficiency can truly unify 
the country and keep its resources of men, money and 
materials in a liquid and mobile state. As a military 
precaution, if for no other reason, it would be in the 
highest degree wise and profitable for the American people 
to see to it that their railroads have sufficient financial 
resources to be able to serve this end properly, and that 
the federal and state governments accord them treatment 
which will insure their healthy growth at all times. 


SOUTHEASTERN RATES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


All expectations with regard to quantity and quality of 
the protest against the tariffs filed by southeastern rail- 
roads in compliance, as they say, with the Commission’s 
report and order, with respect to fourth section violations 
in that part of the country, were met December 9. On 
that day, in the presence of the members of the Suspen- 
sion Board and the Fourth Section Board, representatives 
of practically every association of shippers in the South- 
east and in eastern cities demanded that these tariffs be 
suspended because they are filled with gross violations of 
the Act to regulate commerce, and are not, except by the 
widest stretch of the imagination, a compliance with the 
views of the Commission as set forth in its report on 
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fourth section violations in the territory south of the Ohio 
and Potomac rivers and east of the Mississippi. 


W. A. Wimbish, in behalf of the Atlanta Freight 
Bureau, Baton Rouge Chamber of Commerce, Merchants’ 
& Manufacturers’ Association of Birmingham, Manufactur- 
ers’ Association of Chattanooga, Columbus (Ga.) Chamber 
of Commerce, Greenwood (Miss.) Business League, Jack- 
sonville (Fla.) Chamber of Commerce, Manufacturers’ As- 
sociation of Jackson, Miss... Memphis Freight Bureau, 
Manufacturers’ Association of Meridian, Miss., Mobile Cham- 
ber of Commerce, Montgomery Chamber of Commerce, New 
Orleans Joint Traffic Bureau, Tennessee Manufacturers’ As- 
sociation and Selma Chamber of Commerce, made a general 
protest against the advances as being a violation of the 
first, second and third sections and not a compliance with 
the spirit of the fourth section. 

W. H. Chandler, for the Boston Chamber of Commerce, 
protested against the change of relationship of rates as 
between Boston and New York to southeastern destinations. 
The tariffs under attack make Boston rates differentials 
over New York. Heretofore rates from those cities have 
been the same, he said. The proposed differentials are 
five, four, four, three, three and two cents on the six classes. 
He said that Boston is not now prepared to say whether 
the advances from New York are or are not reasonable. 
He reserved the right of Boston to challenge them. A 
general meeting of all shipping interests of New England 
has been called for Boston on December 17 to consider 
the subject. 

L. J. Henderson, for the Columbus Chamber of Com- 
merce, said that the advances in rates are such as to place 
all towns in that part of Georgia on an absolute cquality 
as to rates, so that the effect will be to require Columbus 
jobbers either to move or to go out of business. Answer- 
ing a question by M. P. Calloway, Mr. Henderson said he 
was asking for an adjustment of rates that will permit 
Columbus to job in the territory in which her merchants 
have been doing business. 


Francis B. James, for the Virginia cities, supported by 
E. E. Williamson, who went into the details, appeared to 
show that in at least one particular the Lincoln Green 
committee which prepared these tariffs fell into a big 
error. James and Williamson asserted that as to «the rail- 
and-water rates from Virginia cities to Atlanta, there were 
no fourth section violations when the committee began its 
work; notwithstanding that fact, the committee advanced 
the class rate scale from 84 cents to $1 per hundred basis. 
Their objection was to the destruction of the long-main- 
tained relationship of rates existing between Baltimore 
and Atlanta on the one hand and Virginia cities to Atlanta 
on the other. For 25 or 30 years, Mr. Williamson asserted, 
Baltimore had a first-class rate of $1.07 and Virginia cities 
a rate of 84 cents. 


A little more than a year ago, he said, the Baltimore 
rate was reduced to 98 cents. In the tariffs the suspension 
of which is asked, Baltimore is restored to the old $1.07 
rate, but Virginia cities, instead of being left on the old 
84-cent basis are asked to contribute 16 cents more per 100 
pounds. A similar increase is proposed in the rates from 
Virginia cities to Chattanooga. Mr. Williamson averred 
that there were no fourth section violations between Vir- 
ginia cities and Chattanooga, but all the railroad men in 
the room strenuously denied that assertion, so that Mr. 
Williamson said that he would have to look again. 


Mr. Wimbish submitted a printed summary of his con: 
tentions, most important of which probably are that the 
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‘Yommission take testimony and argument in support of 
the following contentions: 

1. The amendment to the fourth section simply trans- 
ferred from the carriers to the Commission the primary 
function and power of determining in special cases whether 
transportation conditions at a particular terminal point 
are such as to authorize or justify departure from the 
long-and-short-haul rule, and if so, to what extent? 

2. In determining whether relief should be granted 
under the fourth section it was error on the part of the 
Commission to regard all the lines in the Southeast as 
constituting one system; in averaging their gross and net 
earning, and their surplus from operation, applicable to 
dividends or return on investment; and to consider upon 
this basis what would be the effect upon the carriers and 
their revenues should strict compliance with the fourth 
section be required. Protestants submit that each point 
is entitled to all the advantages of its particular situation, 
including the physical and financial strength of the car- 
riers that serve it; and that it cannot lawfully be subjected 
to higher rates than would otherwise be reasonable upon 
the ground that a similar scale of rates applied to des. 
tinations upon lines of weaker carriers might prove disas: 
trous to such carriers. 

3. A proper construction of the amended fourth sec- 
tion, Mr. Wimbish contended, demands that the carriers in 
readjusting their rates shall first consider the rates to the 
more distant terminal points are just and reasonable upon 
all the facts and circumstances; and if found to be so, 
rates to the intermediate points should be brought down 
to that level, excepting to those points where the circum- 
stances and conditions are so dissimilar as to justify 
higher rates than to the terminals. 

In other words, Mr. Wimbish contended that the car- 
riers must justify their attempt to advance rates over what 
are now known as the basing points and show that the 
rates now in existence are unreasonably low, which fact 
would justify advances. 

The protestants used up practically the whole of De- 
cember 9, so that the carriers, represented by R. Walton 
Moore, M. P. Calloway, Lincoln Green, C. B. Compton and 
a large number of the rate and traffic experts of the south- 
eastern lines, had no opportunity to say anything until late 
in the day. 

Representatives of shippers at intermediate points will 
be heard December 14. 

The advances in rates were made by the committee cf 
traffic managers and general freight agents that has been 
sitting at the Raleigh Hotel in Washington for more than 
violations in the Southeast. The committee has been 
Southern as chairman. It has filed a number of tariffs, 
effective January 1, which it will claim are in accordance 
with the committee’s report. 

The new tariff adds nine cents to the first class rate 
from New York to Atlanta, which is about eight per cent 
advance. To Chattanooga the advance proposed is twenty- 
one cents, which, though the arguments of the committee 
have not yet been stated, is regarded by such men as 
W. H. Chandler of the Boston Chamber of Commerce, 
J. C. Lincoln of the Merchants’ Association of New York, 
Traffic Commissioner Sproul of Philadelphia and other 
men who usually speak for shippers, as distinct evidence 
of the outlandish work of the Green committee. 

The fact, set forth in The Traffic World, that many 
advances would be proposed, did not prepare the shippers 
for such as have been suggested, they say. The traffic 
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managers and general freight agents have not been pro- 
posing to decrease the revenues of the southern roads. 
On the contrary, they believe they should be increased, 
especially in view of the fact that the Offcial Classification 
roads got their five per cent advance and the Western 
got advances on coal and other commodities in I. and S. 
No. 555, while the southern roads, hardest hit of all by 
the slump in business and the depression caused by 
the war, have not had any. 


The southern roads, at the time of the hearing on 
the Cummins amendment, gave notice that they would, at 
the proper time, claim an advance in rates because of 
their revenue needs and the greater burden placed on 
them by the Cummins amendment. 


While the members of the committee have not said 
so, it is suspected that the revision forced by the decision 
on the fourth section violations has been made to serve 
the double purpose of bringing the whole rate fabric into 
harmony with the long-and-short-haul section of the law 
and getting the advance needed to put the roads in a fit 
condition. 


PRINCIPLES IN REPARATION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
The Commission on the afternoon of December 8 lis- 
tenéed to the most extended argument that has ever been 
made solely on the question of the principles that should 
govern it in awarding or refusing to award reparation. 
The discussion was necessary as a part of the long pending 
complaint of the Schloss-Sheffield Co. on pig iron rates. 
The Commission in that complaint held that the rates from 
southern furnaces to northern destinations were unreason- 
able. The Commission at that time declined to award 
reparation. ‘ 


The complainants did not at the time of the original 
hearings stress the demand for reparation. Now, how- 
ever, they are putting on it all the emphasis they can 
command. They are demanding reparation on all ship- 
ments that have moved during the last five years because 
the complaint was filed thfee years ago, roughly speaking. 
Because the Commission held the rates to be unreasonable, 
they are contending that they are entitled to a refund of 
the difference between what they paid and the rates the 
Commission found to be reasonable. A rough estimate of 
the amount of money involved is two million dollars. 

The arguments were made by W. A. Lindsay and Wade 
H. Ellis, for the shippers, and O. E. Butterfield and R. 
Walton Moore, the former for the northern lines, and the 
latter for the southern. 


COMMISSION MERCHANTS TO MEET. 


The twenty-fourth annual convention of the National 
League of Commission Merchants of the United States 
will be held in Indianapolis, Ind., at the Hotel Claypool, 
January 12 to 14, inclusive, for the election of its officers 
and for the consideration and discussion of problems 
affecting transportation and the marketing of fruits, vege- 
tables, butter, eggs, poultry, etc. An invitation to attend 
is tendered to kindred organizations, produce growers 
and shippers, representatives of the press, including trade 
and agricultural papers, railroad representatives, manu- 
facturers of produce packages, and weights and measures 
officials. 
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THE TRAFFIC WORLD 


Loss and Damage Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1915, by West Publishing Co.) 


CARRIAGE OF GOODS. 
Authority Station Agent: 


(Sup. Ct. of Apps. of West Va.) The making ofa special 
contract of shipment as one to expedite delivery or furnish 
cars to a shipper on a particular day, is within the scope 
of the apparent authority of a station agent, and the ship- 
per, in the absence of knowledge of a limitation or restric- 
tion upon such authority, may make a valid and binding 
contract with the company, through him, for the delivery 
of cars at his station, on a particular day, for the shipper’s 
use.—MecNeer, Talbott & Johnson vs. Chesapeake & Ohio 
Ry. Co., 86 S. E. 887. 


An application to a station agent for cars for a ship- 
per’s use on a particular day, made in the ordinary way, 
by one who has not been accumtomed to take special con- 
tracts to furnish cars for particular dates, and without 
notice of intention or purpose to bind the company abso- 
lutely to furnish the cars on the day named, and the 
promise of the agent, in response to such application, to 
get the cars, do not prove a contract on the part of the 
railroad company, binding it absolutely to furnish them on 
the day named.—lId. 

Burden of Proof: 

(Dist. Ct., E. D., New York.) Where cargo was dam- 
aged by sea water, which entered through holes in the 
plates where the ends of two rivets had broken off, the 
burden is on the vessel to show the cause of the break- 
age, and the fact that she encountered heavy weather dur- 
ing the voyage is not alone sufficient to support a finding 
that it was due to perils of the sea, in the absence of 
proof that the rivets were in good condition at the com- 
mencement of the voyage.—The Citta di Palermo, 226 
Fed. 522. 

Construction of Contract: 

(Sup. Ct. of Apps. of West Va.) The interpretation 
of an oral contract, the terms of which, as well as the at- 
tendant facts and circumstances, are clear and undis- 
puted, is a question for the court.——McNeer, Talbott & 
Johnson vs. Chesapeake & Ohio Ry. Co., 86 S. E. 887. 

The language of a promisor is always to be taken and 
understood in the sense in which he knew, or had reason 
to believe, the promisee understood it.—Id. 

Duty to Furnish Cars: 

(Sup. Ct. Apps. of West Va.) A railroad company 
engaged as a common carrier, in the shipment of any par- 
ticular class of articles or property, is bound to furnish 
suitable cars for such shipments, upon reasonable notice, 
whenever it can do so by the exercise of reasonable dili- 
gence and fairness and impartiality to all of its patrons.— 
MecNeer, Talbott & Johnson vs. Chesapeake & Ohio Ry. 
Co., 86 S. E. 887. 

Limitation of Liability: 

(Dist. Ct. E. D., New York.) A provision in a 
bill of lading exempting the ship from liability for loss 
or damage to cargo caused by “unseaworthiness of the 
ship at the commencement or at any period of the voy: 
age arising from any latent defect in hull,” must be 
strictly construed, and to bring a case within it the proof 
must show that the defect was latent at the beginning of 
the voyage and could not have been discovered by an 


inspection.—The Citta di Palermo, 226 Fed. 522. 
Notice to Furnish Cars: 

(Sup. Ct. of Apps. of West Va.) To be reasonable, 
such notice must allow sufficient time to enable the rail- 
road company, by the exercise of reasonable diligence 
under the existing circumstances, to furnish cars with- 
out disturbance of applications previously made by other 
shippers at the same station, in justice to itself, or un- 
fairness to patrons other than the applicant.—McNeer, 
Talbott & Johnson vs. Chesapeake & Ohio Ry. Co., 86 
S. E. 887. 

Three days’ notice of a demand for cars for a ship- 
ment of live stock, in a period of great activity in such 
shipments, is not reasonable nor sufficient.—Id. 
Unseaworthiness of Ship: 

(Dist. Ct., E. D., New York.) The forepeak of a ves- 
sel became filled with sea water on a voyage from Genoa 
to New York, and a shipment of hides stowed therein 
was spoiled. The water entered through holes in a plate 
where the points of two rivets had broken off. The ves- 
sel was thirteen years old, and there was evidence that 
the ends of the rivets were rusted, which might have 
resulted from their not being hammered down sufficiently 
tight on the plate to exclude the water. The vessel was 
surveyed and repaired generally at Genoa, but there ‘was 
no evidence that the rivets were inspected or tested. The 
pump in the forepeak which, if in good condition, could 
have kept down the water when started, proved ineffective, 
and at the end of the voyage was found to be cracked, 
and to have been patched with cement in the between- 
decks. There was general testimony by the officers that 
it was examined at Genoa, but it was not shown how 
thorough the examination was or that it was tested. 
Heavy, but not extraordinary, weather was encountered 
during the voyage. Held, that claimant had not sus- 
tained the burden of proving that the ship was sea- 
worthy at the beginning of the voyage and that she was 
liable for the cargo damage.—The Citta di Palermo, 226 
Fed. 522. 

LOSS OF OR INJURY TO GOODS. 
Evidence: 

(Sup. Ct. of Neb.) Evidence examined, and held suffi- 
cient to sustain the judgment for damages on the issue 
of negligence in the shipment of a car of bananas. Gillin- 
sky vs. Illinois Central Railroad Co. et al., 154 N. W. 730. 
Notice: 

(Sup. Ct. of Neb.) Provisions of a bill of lading 
requiring written notice of damage to be given to the 
carrier and fixing a time less than that fixed by the 
statute in which action shall be commenced, in order to 
be available as defenses, must be pleaded as such; other- 
wise they are deemed waived. 


CARRIAGE OF LIVE STOCK. 

Negligence: 

(Sup. Ct. of Okla.) In an action by a shipper against 
a carrier for damages resulting from the negligent han- 
dling of stock, and the evidence fails to show any negli- 
gence on the part of the carrier, held, error for the trial 
court to refuse a peremptory instruction to the jury to 
return a verdict for the defendant.—St. Louis & S. F. R. R. 
Co. vs. Waggoner et al., 152 Pacific 448. 





1212 


(Sup. Ct. of Ark.)—In an action against a railroad 
and receivers of another road for injuries to a jack in 
transit, whether the receivers’ employes were negligent in 
handling the car containing the jack after it reached their 
road held for the jury, under the evidence.—Eoff & Snapp 
vs. Scullin et al., 179 S. W. 668. 

Notice of Injury: 

(Sup. Ct. of Ark.) Where a railroad stipulated with 
the shipper of a jack that he should notify the road of 
any injury to the animal in transit one day after de- 
livery at destination, and the jack was delivered in an 
injured condition, but the injury did not become per- 
ceptible ‘until more than a day had elapsed, the shipper 
was excused from giving the stipulated notice, since 
the parties, in making the stipulation, did not contemplate 
compliance where such compliance was impossible.—Eoff 
& Snapp vs. Scullin et al., 179 S. W. 663. 

Such stipulation between common carrier and ship- 
per of live stock, setting a time within which the ship- 
per must give notice of injury to the stock as a condi- 
tion to recovery, will not be enforced as unreason- 
able.—Id. 

Where a railroad carrying a jack stipulated with the 
shipper that notice of injuries in transit should be given 
one day after delivery, and such stipulation could not 
be enforced because the injured condition of the jack 
did not become perceptible unti] more than a day had 
elapsed, the shipper was not required by such stipulation 
to give notice within a reasonable time after learning of 
the condition of the animal, since the imposition of such 
a requirement would be to compel the shipper to perform 
conditions required neither by his special contract nor 


the law.—Id. 


McADOO ON RAILROADS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


According to Secretary McAdoo, there is not an idle 
locomotive or an unemployed freight car in the country. 
He made a declaration to that effect in his annual report 
to Congress sent to that body Dec. 8. 

This declaration concerning the condition of the rail- 
roads is part of the text sent to Congress with the esti- 
mates of the appropriation required for the maintenance 
of the government during the fiscal year beginning July 1 
next. The total of those estimates is $908,765,929, ex- 
clusive of appropriations for the postal service, which will 
be reimbursed by receipts from the sale of stamps, stamped 
envelopes, etc. During the current fiscal year the appro- 
priation for the postal service amounted to $386,349,664; 
assuming that the Postoffice Department will need no more 
during the fiscal year beginning next July than during the 
current fiscal year the appropriations for all purposes will 
be $1,295,114,000. 

The excess of estimates for the coming fiscal year 
over the appropriations for the current year is $167,831,401. 
The appropriations for. all purposes for the current fiscal 
year amount to $1,127,284,191. 

Secretary McAdoo said it must be the source of pro- 
found satisfaction to the people of the United States, re- 
gardless of political opinions, to contrast the conditions 
to-day with those prevailing in this country in December, 
1914. 

“What extraordinary results have been achieved in the 
brief period since December, 1914,” says the Secre- 
tary. “During the year there has been a steady, healthy 
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forward movement in every line of activity until now pros- 
perity has been firmly established throughout the coun- 
wy.” 

With regard to the railroad situation, Mr. McAdoo says 
it shows extraordinary improvement and strength. ‘In- 
creases in net and gross earnings have been marked,” said 
he, “in some cases being about the highest point ever 
recorded. As recently as June 1, 1915, there were 300,- 
000 idle cars, with a corresponding surplus of idle 
locomotives. Now there are no idle cars or idle locomo- 
tives in the country, and the railroads are buying new 
equipment. A summary of a recent statement is that the 
railroads have placed orders in the months of September 
and October, 1915, for 683,500 tons of rails, 260 locomo- 
tives, 18,000 freight cars, 60 passenger cars, besides lum- 
ber and fabricated iron and steel, valued at more than 
forty-eight million dollars. Since that time other large 
orders for railway equipment have been placed, showing 
that the railroads have entered upon another great period 
of prosperity.” 

The Secretary says the iron and steel industry is in 
a phenomenal condition. It is said to be on a veritable 
move. One of the most healthy and encouraging features, 
according to the Secretary, about the demand for iron 
and steel products is that it comes more from domestic 
than from foreign sources. 


ANTHRACITE REHEARING DENIED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The Commission has decided not to reopen the anthra- 
cite coal case, Docket No. 4914. Both sides desire the mat- 
ter opened for further consideration. 


The G. D. Markle Company and other operators asked 
for a rehearing on the question of rates to Tidewater on 
the smaller sizes of hard coal, especially the sizes known 
as rice, barley and buckwheat. The railroads asked for a 
rehearing on the whole subject with a view to having the 
Commission increase the rates prescribed by it in its 
order of July 30 by five per cent. They based their re- 
quest for five per cent advance on the facts presented 
by them in the Five Per Cent case, chief of which was 
that their expenses have been so largely increased that 
they cannot earn an adequate return on the capital in- 
vested unless advances in all rates be allowed. They rep- 
resented that inasmuch as hard coal constitutes the back- 
bone of their rates and revenues, the allowances of a 
five per cent advance such as made in the general case 
I. and S. No. 333 means nothing to them unless it is ap- 
plied to hard coal, their chief revenue producer. 

The order of the Commission denying the request for 
rehearing is purely formal and sets out no reasons for 
the denial. 


ORDER IS VACATED. 


The Commission has vacated its order in I. and S. 
522, the carriers having complied with the suggestion 
in its decision of June 28, 1915. The rules, regulations 
and classification exceptions used in Western Classifica- 
tion territory were under attack in that proceeding, par- 
ticularly Circular 1-K. The rules involved are those per- 
taining to freight in mail sacks, the elimination of dex- 
trine and starch from the list of corn products, and other 
matters of that kind. 
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LEGAL DEPARTMENT 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau. 


UUUNIAUEVUQUUOUANUUUQOREYOQUOUUEEOQNEUSYOOOOOANOONOSOOGQQGQQQQEQOQOQG0QS000 00000000 Q0POORON SHANNON 


In this department we shall answer simple questions. relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by immediate answer may secure pri- 
pevae | oa answers to their inquiries by the payment of a 
small fee. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C 








Consideration for Stipulation of Time to File Claims— 
Waiver of Same. 


lowa.—Question: “A shipment of lumber was made 
in 1913 from a point in Washington to a point in Nebraska 
and moved under a commodity rate published in a tariff 
which made no reference to the Western Classification 
or the uniform bill of lading, so that the same rate would 
apply on a shipment moving under the provisions of the 
uniform bill of lading as on a shipment moving under 
full carriers’ common law liability. The shipment was 
damaged in transit and claim was filed for the damage 
more than four months after the shipment was delivered 
at destination. Assuming that the bill of lading on the 
shipment was the regular uniform blank, would the claim 
for damage on this shipment be barred on account of the 
four months’ limitation, in view of the fact that the 
rate paid on the shipment was the same as if the ship- 
ment had moved under the full common law liability of 
carriers? Could the carriers, in this instance, lawfully 
waive the four months’ limitations, even if it was a valid 
part of the contract, in view of the fact that the uniform 
bill of lading was in no way a part of the tariff or re- 
ferred to by the tariff? Assuming that bill of lading 
for the shipment was not made out until after the ship- 
ment had started, but was then made out on-the regular 
blank form of the uniform bill of lading, would that in 
any way change the situation?” 

Answer: The validity of a stipulation in the bill 
of lading to the effect that notice of claim, or the insti- 
tution of suit, must be made within a limited time, is 
not founded upon the mere consideration of a reduced 
rate, but instead, upon the general policy of the law to 
encourage promptness in the bringing of actions, that 
the parties shall not suffer by loss of evidence from 
death or disappearance of witnesses, destruction of docu- 
ments, or failure of memory. (M., K. & T. Ry. Co. vs. 
Harriman Bros., 227 U. S., 657.) 

The Interstate Commerce Commission has ruled, in 
the matter of bills of lading, 29 I. C. C. 417 (see page 4138 
of the Traffic World of Feb. 28, 1914), that where the 
aforesaid stipulation in the bill of lading is referred to 
in the tariff of the carrier as filed with the Commission, 
that the Commission has no authority to order the carrier 
to disregard its tariff, and that the carrier cannot legally 
waive the same. But many of the state courts have held, 
where the issue affected merely the bill of lading stipu- 
lation, and not the tariff regulation of a carrier, that a 
carrier may waive the stipulation requiring claims for 
loss or damage to be made in writing within a specified 
time. See our answer to “Maryland,” entitled “Waiver 
of Time Within Which to File Claims,” as published on 
page 1009 of the November 13, 1915, issue of The Traffic 
World. 

If the shipment actually moved under the uniform 
bill of lading, the stipulation of that bill would govern 
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the shipment, regardless of the time when the bill was 
made out and delivered. , 

* * * : 
Demurrage Account 6f Weather Interference or Bunching. 

Massachusetts.—Question: ‘We had a consignment of 
coal arrive at our factory; three carloads arrived the 
first day, four the second day, four the third day, and 
two the fourth day. In unloading this coal. we could 
not handle more than one car a day after unloading the 
first three cars. On one car, which was on demurrage 
at the time, we could not work on because of weather 
conditions for one day. Now, in F. S. Davis, agents, 
I. C. C. No. 36, page 7, section A, it says: ‘When the 
condition of the weather during the prescribed free time 
is such as to make it impossible to employ men or teams 
in loading or unloading, or impossible to place freight 
in cars, or to move it from cars, without serious injury 
to the freight, the free time shall be extended until a 
total of 48 hours free from such weather interference 
shall have been allowed.’ 

“Now in this section it does not say anything about 
cars being on demurrage having free time in case of 
weather interference. Is there any clause that covers 
the item in question?” . 

Answer: That the carrier may assess demurrage on 
cars which are shipped faster than what the consignee 
could take delivery, and that waiver of such charges on 
the ground of bunching, is permissible only as the re- 
sult of the act or neglect of the carrier, is shown by the 
Interstate Commerce Commission’s ruling in Crows Nest 
Pass Coal Co. vs. G. N. R. R. Co., 32 I. C. C. 479 (see 
page 115 of The Traffic World of Jan. 16, 1915). 

Unless the carrier failed to comply with the shipper’s 
instructions regarding the time for the delivery of the 
cars in certain numbers, or the consignee refused to 
accept delivery in the particular numbers as made by 
the carrier, the demurrage charges thereon properly be- 
gan at the rate of $1 per day after the expiration of the 
first 48 hours and notice of arrival... As the cancellation 
of demurrage charges for weather interference is only 
on the condition that the unloading or placing of cars 
was impossible by that reason during the prescribed free 
time, it naturally follows that this rule has no application 
to cars upon which demurrage charges have already 
accrued by reason of the expiration of the prescribed free 
time. See our answer to “Nebraska,” published on page 
579 of the September 4, 1915, issue of The Traffic World, 
for our further views on this subject. 

* * * 
Carrier’s Liability for Confiscated Coal. 

Illinois —Question: “We ship considerable coal over 
a railroad which we buy on a year’s contract. At certain 
times of the year this railroad would.confiscate some of 
this coal for engine use, for which they paid us the in- 
voice price, and as the market price was always higher 
at that time than our contract price, we notified them 
in writing that if they confiscated any more of our coal 
it would cost them even a higher price, as we did not 
want them to be taking it. However, they did confiscate 
some more, for which we billed them at the high price. 
Can we collect on this basis?” 

Answer: The right of the carrier to confiscate, for 
its own use, coal in its possession for transportation pur- 
poses, and the power of the shipper to prevent such 
action, are mooted questions; some courts uphold the 
carrier’s action on the ground that it is to the public 
interest that carriers may at.all times have an availabale 
coal supply, and that this ‘consideration must outweigh 
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the individual interests of the owner of the coal con- 
fiscated. However, all courts are agreed that a confisca- 
tion by the carrier of coal in its possession for trans- 
portation, no matter how urgent might be the occasion 
therefor, is equivalent to a conversion of the same, and 
that a carrier who has converted the goods will thereby 
be deemed to have abandoned the contract of shipment, 
and cannot thereafter insist upon a stipulation that its 
liability shall be limited to a certain sum at which the 
goods are valued. In such instances the measure of 
damages will be the value of the coal at the place of 
destination, with interest, at the time when the coal 


should have been delivered; that is, the market price at 
destination at the time when the coal would have arrived 
if not confiscated by the carrier. 


ote ate 
oe ae 


When Carrier Not Liable—Salvage-Lien-Waiver Thereof. 

Texas.—Question: “There occurred at Galveston, 
Tex., on Sept. 17 and at New Orleans, La., on Sept. 29, 
1915, tropical storms of unusual violence, such as to 
clearly define them, ‘Acts of Providence,’ and you will 
appreciate that many interesting problems to transporta- 
tion companies and their patrons all along the gulf coast 
line have resulted. I am sure that the expression of your 
opinion upon certain phases of the general question would 
prove extremely interesting to many of your readers, be- 
sides ourselves, and probably result in preventing much 
litigation. Therefore, I suggest, if entirely consistent, 
that you treat, in some early issue of The Traffic World, 
the following related question: 


A. When freight is damaged by act of God while in pos- 
session of carrier, what duty devolves upon such carrier—in 
addition to notifying shipper and consignee, when possible— 
with respect to the preservation of it? Should a carrier, under 
such circumstances, undertake to handle the damaged property 
by unpacking, drying, sorting, etc., even to the extent of sell- 
ing it immediately in case there should be danger of total loss 
from decay? 

B. In case the carrier should rehandle and thereby pre- 
serve a part of the value of shipment damaged by act of God 
while in its possession, which otherwise would have perished 
or been seriously injured, and, in rehandling incur some ex- 
pense, would such expense accrue as a lien against the freight, 
and, if so, would it be optional with the carrier to waive col- 
lection, or would it be necessary, in event the shipper should 
decline to pay such expenses, for the carrier to enforce its 
lien and otherwise exhaust its legal remedy in an effort to 
collect? 


Answer: The law makes the carrier of freight .n 
insurer. The shipper does not have to prove negligence 
in order to establish liability. He may prove the delivery 
of the goods in proper condition to the carrier; that he 
demanded the goods at their point of destination, and 
that they were not delivered. This throws the burden 
of proof upon the carrier to show that the goods were 
lost by reason of some one of the causes which the law 
recognizes as exceptions to the liability of the carrier 
as such insurer. Among these exceptional instances un- 
der which the carrier is not liable as an insurer, the 
foremost is the one commonly known as the “Act of God.” 

By the “Act of God” is meant some violent disturb- 
ance of the elements, such as storms, an earthquake, 
lightning, floods, or the like; or some inevitable or un- 
avoidable accident, where such accident is in no way 
attributable to human agency nor to the fault or neg- 
ligence of the carrier, and which is the proximate cause 
of the loss. If the Act of God which the carrier alleges 
as its defense would not have occurred but for some 
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careless or incautious conduct of its part, the carrier 
will not be relieved, because ‘it is bound under all cir- 
cumstances to use due care and diligence to protect the 
goods intrusted to it for carriage. 


As the carrier is required to exercise a due degree 
of diligence and caution to avoid the danger, so, when 
it has overtaken the carrier without its fault, its obliga- 
gation of preservation and safe custody still continues, if 
the goods have not been wholly destroyed. In case of 
such accident or emergency, the carrier is bound to use 
such means as would suggest themselves to and be within 
the knowledge of well-informed and competent business 
men in such positions, and such diligence as prudent, 
skillful men engaged in that kind of business might 
fairly be expected to use under like circumstances, which 
should be actively used to protect and secure the prop- 
erty confided to their care. Hutchinson Carriers, 3d 
edition, volume 1, section 309. Within these limitations 
your question “A” can be answered in the affirmative. 
Where, however, the claim is made that, notwithstanding 
the intervention of an act of God, the loss would not 
have happened but for the negligence of the carrier, as 
delaying or exposing the goods, the 
such negligence is upon the party 


in unnecessarily 
burden of proving 
affirming it. 

The lien allowed to the carrier by law, to secure the 
payment of charges extends not only to those for the 
transportation of the goods, but also to their salvage. 
By contract, now, this lien extends to warehouse and 
demurrage charges. But as a lien is nothing more than 
a right to retain possession of the goods until the charges 
thereon have been paid, and, in the absence of an express 
contract or statutory law, does not confer upon the car- 
rier the power to sell, to satisfy the charges and expenses, 
it follows that it will cease whenever the goods are 
unconditionally delivered. If it appears, though, that it 
was agreed or understood between the parties that, not- 
withstanding the delivery, the carrier was to be con- 
sidered as reserving the right to proceed against the 
good, or, in the failure of the consignee or owner to pay 
the charges, or if such an understanding is plainly to be 
inferred from the local usage of the particular destina- 
tion, the carrier will be treated as still constructively 
retaining the possession of the goods, so far as to pre- 
serve its lien. 


a a % 
Correspondence Addressed to the Commission. 


Nebraska.—Question: ‘Who is the proper party with 
the Interstate Commerce Commission that handles cases 
of rebating, etc.; that is, supposing a man had a case 
of rebating that he wanted to refer to the Interstate 
Commerce Commission for action, who is the proper 
official to refer the same in order that the matter would 
be properly handled, and not sidetracked?” 

Answer: All letters, telegrams, complaints, etc., for 
the Interstate Commerce Commission, should be addressed 
to the Interstate Commerce Commission, or to the sec- 
retary of the Interstate Commerce Commission, Wasi- 
ington, D. C. They are deemed officially filed, and action 
begins thereon, from the moment that they are received. 














Note.—items in the Docket marked with an asterisk (*) are 
few, having been added since last Friday’s Daily and since the 
last lesue of The Traffic World. Cancellations and postpone- 


ments announced too late to make the change in this Docket 
will be noted elsewhere. 
December 13—Madison, Wis.—Examiner Dow: 
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sae. <n Board of Commerce et al. vs. C. & N. W. Ry. 
‘Oo. et a 
December 13—Charlotte, N. C.—Examiner Pitt (10:30 a. m.): 
Those portions of the following Fourth Section applications 
which ask for authority to continue class and commodity 
rates from Kenova, W. Va., Cincinnati, O., Louisville, Ky., 
and other Ohio River crossings and points north thereof 
via routes through Asheville, N. C., Spartanburg, S. C., or 
Atlanta, Ga., to Charlotte, Salisbury and Greensboro, N. C., 
Danville, Va., and other points in North Carolina and 
Virginia which are lower than the rates concurrently ap- 
plicable on like traffic from or to intermediate points. 
458—Nashville, Chattanooga & St, Louis Ry. 
1478—Carolina, Clinchfield & Ohio Ry. 
1479—Carolina, Clinchfield & "2 Ry. 
708—Atlantic Coast Line R. Co. 
3965—Cincinnati, New Ay & Texas Pacific Ry. Co, 
1952—Louisville '& Nashville R. R. Co. 
1548—Southern Ry. Co. 
1561—Norfolk & Western Ry. Co. 
1573—Seaboard Air Line Ry. 
December 13—Philadelphia, Pa. ee Bissell: 
a Portland Cement Co. vs. B. & O. S. W. R. R. 
Oo. et a 
“Teese Portland Cement Co. vs. B. & O. S. W. R. R. Co. 
et a 
December 13—Des Moines, Ia.—Examiner Waters: 
8145—Hawkeye Oil Co. vs. C. Gt. W. R. R. Co. et al. 
$328—Hawkeye Oil Co. vs. Mo. Pac. Ry. Co. et al. 
December 13—Los Angeles, Cal.—Examiner Pugh: 
8188—Cudahy Packing Co. vs. A. T. & S. F. Ry. Co. 
December 13—Phoenix, Ariz.—Examiner Worthington: 
er oe Corporation Commission vs. A. T. & S. F. Ry. 
o. eta 
8144—Arizona Corporation Commission vs. Sou. Pac. Co. et al. 
December 13—Knoxville, Tenn.—Examiner Graham: 
7228—Knoxville Iron Co. vs. A. B. & A. R. R. Co. et _al. 
8049—Sanford Day Iron Works et al. vs. L. & N. R. R. Co. 


et al. 
8092—Knoxville Overall Co. vs. L. & N. R. R. Co. 
December 14—Washington, D. C.—Examiuer Gaddess 
Fourth Section Application No. 10167—P. R. R., ny itself and 
connections. Seeking authority for establishment of rate 
on bituminous and cannel coal, C. L., from points on the 
lines of the P. R. R. and its connections, as shown in Tariff 
oA I. C. C. No. 558 to ++ on the P. B. & a x ws 
Cc. & A. Ry. Co.; M. & V. Ry. and the N Y. & N. 
R R., which are lower } rates concurrently in attest to 
intemediate points, 
December 14—Des Moines, Ia.—Examiner Waters: 
8268—Iowa Valve Co. vs. C. B. & Q. R. R. Co. et al. 
8278—Herrick Refrigerator and Cold Storage Co. vs. C. Gt. W. 
R. R. Co. et al. 
December 15—Argument at Washington, D. C.: 
8045—G. S. Baxter & Co. vs. Fla. Ala. & Guif R. R. Co. et al. 
8046—G. S. Baxter & Co. vs. L. & N. R. R. Co. 
i Ee oo Cotton Seed Crushers’ Assn. vs, M. K. & T. 
y. Co. et al 
i Ee ee Cotton Seed Crushers’ Assn. vs. A. T. & S, F, 
Ry. et a 
7779—Monessen Southwestern Ry. Co. vs. P. & L. E. R. R. Co. 
December 16—Moline, Ill—Examiner Waters: 
7913—Deere & Co. vs. C. M. & St. P. Ry. Co. 
December 16—Des aot. Ia.—Examiner Dow: 
8377—Board of R. Commissioners of the State of lowe, vs. 
& =F & Se F. wy Co. et al. 
8378—Board of R. R. Commissioners of the State of Iowa vs. 
A. T. & S. F. Ry. Co. et al. 
December 16—Argument at Washington, D. C.: 
8039—Eastern Shore of Virginia Produce Exchange vs. N. 
Y. P. & N. R. R. Co. et al. 
8075—Eastern Shore of Virginia Produce Exchange vs. N. 
Y. P. & N. R. R. Co. et al. 
8086—Nona Mills Co., Ltd., vs. Kan. City Sou. Ry. Co. et al. 
car anmenaans Mfrs. Exchange et al. vs. Ill. Cent. R. R. Co. 
et al. 
December 17—Muscatine, Ia.—Examiner Waters: 
8239—Henry F. Kath Co. vs. C. R. I. & P. Ry. Co. et al. 
December 17—Argument at Washington, D. C.: 
7469—State Corporation Commission of the Commonwealth of 
Viegas vs. C. & O. Ry. Co. et al. 
1. & S. 649—Dressed beef from New York, N. Y. 
* 1, & S. 692—Class rates from Michigan and Wisconsin points. 
7969—National Poultry, Butter and Egg Assn. vs. B. & O. 8S. 
W. R. R. Co. et al. 
7988—Cheese Dealers’ Assn. Co. vs. B. & O. R. R. Co. et al. 
8265—Hanford Produce Co. vs. B. & O. R. R. Co. et al. 
8025—Goldcamp Mill Co. vs. Norf. & West. Ry. Co. 


December 17—Salt Lake City, Utah—Examiner Pugh: 
8187—Nephi Plaster and Manufacturing Co. vs. D. & R. G. Ry. 


et al. 
8260—Nephi Plaster and Manufacturing Co. vs. A. T. & S. F. 
Ry. et al. 
December 17—Muskogee, Okla.—Examiner Worthington: 
8220—American Refining Co. vs. T. & P. Ry. Co. et al. 
\. & S. 707—Rates on furniture to Oklahoma stations. 
December 17—Houston, Tex.—Commissioner Hall: 
8418—Railroad Commission of Louisiana vs. Aransas Harbor 
Terminal Ry. Co. et al. 
#919—Railroad Commission of Louisiana vs. St. L. S. W. Ry. 
0. et al 
8290—Railroad Commission of Louisiana vs. St. L, 8. F. & T. 
4 Co. et al. 
. & S. 710—Eastern Texas class rates. 
. & S. 729—Class rates from Shreveport. 
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December 17—Des Moines, Ia.—Examiner Hagerty: 
tate of Iowa et al. vs. C. St. P. M. & O. et al. 
3465—State of Iowa et al. vs. N. Y. C. & H. R. et al. 
December 18—Argument at Washington, D. C.: 
7856—Wm. Henderson vs. M. L. & T. R, R. & S. S. Co. et al. 
ed ty of Clarksdale, Miss., et al. vs. Ill. Cent. R. R. Co. 
et al. 
8034—Ohio Assn. of Creamery Owners and Mfrs. vs. B. & O. 
R. R. Co. et al. 
7703—Swift & Co. vs. M. La. & Tex. R. R. & S. S. Co. et al. 
December 20—Denver, Colo.—Examiner Pugh: 
|. & S. 714—Iron and steel to Colorado points. 
3340—Vulcan Iron Works vs. A. T. & S,. F. et al. 


December 20—St. Joseph, Mo.—Examiner Dow: 
ay: Hardware and Mfg. Co. vs. A. T. & S. F. Ry. 
‘o. et al. 


December 22—Kansas City, Mo.—Examiner Dow: 
8180—A. H. Kerr & Co. et al. vs. Sandy Springs Ry. Co. et al. 
8354—Kansas City Millers’ Club et al. vs. A. T. & S. F. Ry. 
Co. et al. 
December 27—St. Louis, Mo.—Examiner Dow: 
Sn Operator’s Traffic Bureau of St. Louis vs. B. & O. 
Ss. W. R. Co. 
December pt Oe Ind. ani Dow: 
a Vincennes Distilling Co. vs. B. & O. S. W. R. R. Co. 
et al. 
December 30—-T'ulsa, Okla.—Examiner Worthington: 
3 . ~ 678—Rates on petroleum products from Oklahoma 
points. 
a Western Oil Co. vs. Midland Valley R. R. 
to. et al. 
January 3—Roswell, N. M.—Examiner Horton: 
1. & S. 717—Hay, minimum weights. 


January 5—Argument at Washington, D. C.: 
* 7575—Staten & King Hardware Co. vs. Pa. Co. et al. 
7929—Pilcher Hardware Co. vs. P. & L. E. R. R. Co. et al. 
7755—Reliance Brick and Tile Co. vs. Ill. Cent. R. R. Co. et al. 
7636—Heider Mfg. Co. vs. B. & O. R. R. Co. et al. 
7579—Storm Lake Tub and Tank Factory vs. Ind. Harbor Belt 
R. R. Co. et al. 
* 5826—Snow Lumber Co. vs. Raleigh, C. & S. Ry. Co. et al. 
January 6—Argument at Washington, D. C.: 
* ar: Standish & Co. et al. vs. Mich. Cent. R. R. 
‘o. et al. 
* 8186—John L. Scott vs. Cape Charles R. R. Co. et al. 
* 7598—Industria] Traffic Assn. vs. B. & O. R. R. Co. et al. 
* 7660—A. S. Pierce vs. C. & N. W. Ry. Co. et al. 
January 6—Oklahoma City, Okla..Examiner Horton: 
\. & S. 736—Cement plaster rates to St. Louis Southwestern 
Ry. stations. 
January 7—Argument at Washington, D. C.: 
7896—West Virginia Pulp and Paper Co. vs. B. & M. R. R. Co. 
8110—H. E. Kriel vs. B. & O. R. R. Co. et al. 
8201—R. J. Reynolds Tobacco Co. vs. A. & S. Ry. Co. et al: 
7235—Trexler Lumber Co. vs. P. B. & W. R. R. Co. et al. 
7203—American Woods Corporation vs. Sou. Ry. Co. et al. 
7754—Northern Lumber Co. et al. vs. Sou. Ry. Co. et al. 
January 8—Argument at Washington, D. C.: 
* 7785—Hardwood Package Co. vs. New River, Holston & West. 
R. R. Co. et al. 
* 8081—Charleston & Norfolk S. S. Co. vs. C. & O. Ry. et al. 
* 3082—Freight ?. oo Steering Committee of Charleston 
va. ©. 7 CO. BT. F.. iy. Ce. ot B 


January 11—McAlester, Okla.—Examiner Horton: 
8333—Hale-Halsell Grocer Co. vs. M. K. & T. et al. 


January 11—Washington, D. C.—Commissioner Harlan: 

* 6210—In the matter of rates on iron ore in carloads from Lake 
| ports to points in Ohio, West Virginia and Pennsyl- 
vania, 

* 6026—Whelen Steel and Iron Co. vs. Pa. Co. et al. 

* 6027—Pittsburgh Steel Co. vs. L. S. & M. S. Ry. Co. et al. 


January 12—Muskogee, Okla.—Examiner Horton: 
a ae Co. et al. vs. Mexico, Orient & Gulf 
y. Co. et al. 


doaeasy see at Washington, D. C.: 

* Nationa oultry, Butter and ASSN, VS, 4 4 

S. W. 8. R. Co. ot al. aes - nities 

* 7988—Cheese Dealers’ Assn. vs. B. & O. R. R. Co. et al; 

* 8265—Hanford Produce Co. vs. B. & O. R. R. Co. et al. 

% ee ere ey Fruit and Produce Exchange et al. vs. °M. 
St. P. & S. S. M. Ry. Co. et al, : 


Pate 13—Argument at Washington, D. C.: 
1. & S. 675—Lumber between points in Western Trunk Line 
territory. 
* 8142—Northern Pine Mfg. Assn. vs. C. & N. ms Ry. Co, et al. 
* 5626—Grand Rapids Plaster Co. vs. L. S. & M.S. Ry. Co. et al. 


January 13—Tulsa, Okla.—Examiner Horton: 
* 8417—Tulsa Traffic Assn. vs. A. T. & S. F. Ry. Co. et al. 


January 14—Argument at Washington, D. C.: 

* 1. & S. 644—Official Classification Territory paper rates. 

* 6785—New England Paper and Pulp Traffic Assn. vs. B. & 
M. R. R. Co. et al. 

* 7497—Pulp and Paper Manufacturers’ Traffic Assn. vs. A. C 
& Y. R RR. Co. et al. 


January 14—Fort Smith, Ark.—Examiner Horton: 
1. & S. 723—Cotton concentration at Weleeta, Okla. 


January 15—Argument at Washington, D. C.: 

* 6795—Martin Cantine Co. vs. C. H. & D. Ry. Co. et al. 

* g070—Martin Cantine Co. vs. West Shore R. R. Co. et al. 

* 7045—Dewey Bros. Co. vs. P. C. C. & St. L. Ry. Co. et al. 
* 7170—Dewey Bros. Co. vs. B. & O. S. W. R. R. Co. et al. 


* 4% 


*e ee 


* 
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* 8159—Keystone Plaster Co. vs. P. R. R. Co. et al. 

3589—H. S. Gile & Co. et al. vs. Sou. Pac. et al. 

January 17—Little Rock, Ark.—Examiner Horton: 

8348—Himmelberger-Harrison Lumber Co. vs. St. L. I. M. & 

8S. Ry. Co. 

January 17—Argument at Washington, D. C.: 

* 1. & S. 688—TIllinois grain rates. 

* 8347—Peoria Board of Trade vs. A. T. & S. F. Ry. Co. et al. 

1. & S. 718—Southern classification ratings. 

1. & S. 726—Classification of chain. 

1. & S. 696—Rates on hoops from Chaffee, Mo. 

January 18—Argument at Washington, D. C.: 

* 7959—Charles Platt vs. N. Y. N. H. & H. R. R. Co. . 

* 8192—Oyster Growers’ and Dealers’ Assn. of North American 
vs. B. & O. R. R. Co. et al. 

* 8118—Inman-Paulson Lumber Co. 
cific Co. 

January 21—Charleston, Miss.—Examiner Horton: 

* 8212—Lamb-Fish Lumber Co. vs. Yazoo & M. V. R. R. Co. 

* 8384—Lamb-Fish Lumber Co. vs. Yazoo & M. V. R. R. Co. 
et al. 


MINOR UNREPORTED OPINIONS 


(Geetes of Unreported Opinions may be obtained from the 
Washington office of The Traffic Service Bureau at a nominal 
price.) 


INo. 2236, Case No. 


* 
* 
* 


et al. vs. Southern Pa- 


Van Dusen-Harrington Co. vs. 
Great Northern Ry. Co. et al. Rate on carload shipment of 
corn from Belden, Neb., to Billings, Mont., reconsigned to 
Chinook, Mont., not shown to have been unreasonable or other- 
wise in violation of the act., Complaint dismissed. 

No. 2237, Case No. 7757. Alamo Iron Works vs. N. Y. O. & 
W. Ry. Co. et al. Rate of 91 cents per 100 pounds on pumps, 
engines and boilers from Seneca Falls and Oswego, N. Y., to 
San Antonio, Tex., not found unreasonable or unjustly discrimi- 
natory. Complaint dismissed. 


DIGEST OF NEW COMPLAINTS 


No. 8479. American Fork and Hoe Co. et al., Cleveland, Ohio; 
Union Fork and Hoe Co., Columbus, and National Handle Co., 
Cleveland, vs. St. L. & S. F. R. R. Co. et al. 

Unjust and unreasonable rates and charges on handle tim- 
ber in the rough, sawed or turned to shape, and not further 
finished, in carloads, from Blytheville, Ark., to Thebes, IIL, 
Memphis, Tenn., and St. Louis, Mo., in so far as they exceed 
by 3 cents the lumber rates contemporaneously in effect be- 
tween the same points. Asks for the establishment. of max- 
ima rates from Blytheville to Thebes, Memphis, St. Louis, 
Ashtabula, Columbus, Geneva, O., and Binghamton, N. Y., 
Philadelphia, Pa., Jackson, Mich., Ft. Wayne, Ind., and Ft. 
Madison, Ia., and reparation. ‘ 

No. Macey Co, et al., Grand Rapids, Mich., vs. Pere Mar- 
quette. 

Against provisions in Pere Marquette R. R. Co. Tariff I. C. 
C. No. 2924, eliminating free trap car service and charging 
at the rate of 50 cents per ton, with a minimum of 10 cents 
per shipment, as discriminatory, between manufacturing 
plants of the complainants and other industries, located on 
its tracks at Grand Rapids, for which free switching service is 
provided, and against the terms of the tariff as being am- 
biguous. Ask for the cancellation of the trap car rates and 
the establishment of other maxima rates and charges as the 
Commission may deem reasonable and just and for reparation. 

No. 8481. Smith Hay and Grain Co., Saginaw, Mich., vs. A. C. 
L, R. R, Co. et al. 

Unjust and unreasonable charges on carload shipment of 
hay from Breckenridge, Mich., to Florence, S. C., charges 
being assessed on the basis of a through rate to Charleston, 
to which Florence is an intermediate point. Ask for cease 
and desist order, the establishment of maxima rates and 
reparation. 

No. 8482. Phil I Adam, New Orleans, La., vs. Ill. Cent. and 
Fernwood & Gulf. 

Unjust and unreasonable demurrage charges on shipments 
of lumber from Mississippi points to New Orleans, the de- 
murrage charges being assessed on the basis of the rules 
governing domestic shipments, whereas the shipments in con- 
troversy were intended for export. Ask for cease and desist 
order and reparation. 

No. 8484. Swift & Co. vs. Atlantic Coast Line R. R. Co. et al. 

Against the practice of requiring complainant to unload and 
load chilled or frozen meat at its own expense at New York 
Harbor while the defendant carriers have in their tariffs a 
provision to make an allowance of 12c per ton, with a minl- 
mum of $2 per car, for such loading and unloading, as unjust 
and unreasonable and leading to the payment of charges 
which are excessive and unreasonable and unduly prejudicial 
in favor of other persons in the trade. Also against the rule 
effective August 1, for the port of New York, via the Hoboken 
Shore R. R., providing that shippers will be required to load 
and unload their own shipments of fresh meat, notwithstand- 
ing the fact that an allowance of 12 cents per ton, with a 
minimum of $2 per car, is allowed on all other commodities 
similarly handled, as unjust, unreasonable and unduly preju- 
dicial. Ask for a @ease and desist order, the establishment 
and enforcement of a rule and regulation providing an allow- 
ance of 12 cents per ton subject to a minimum of $2 per car 
for the loading and unloading of fresh meats and the applica- 
tion of rules to such traffic as favorable as the rules and 
regulations applicable to other commodities loaded on cars or 
one floats by shippers at the port of New York, and repara- 

on. 

No, 8485. The Beckman-Dawson Co., Chicago, Ill., vs. Chicago 
Great Western R. R. Co, et al. Unjust and unreasonable rates 
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and charges on shipments of asbestos shingles aha prepared 
roofing from Argo, Ill., to points in Iowa and Wisconsin. Ask 
for a cease and desist order, the establishment of just and 
reasonable maxima rates and reparation. 

No. 8486. Kelley-How-Thomson Co., Duluth, Minn., vs. North- 
ern Pacific Ry. Co. 

Unjust and unreasonable charges on shipments of roofing 
paper and prepared felt from Minneapolis, Minn., to Duluth, 
moving interstate. Reparation asked on the basis of a sub- 
sequently established rate. 

No. bg ta Cc. Brown & Co., Memphis, Tenn., vs. Sou. Ry. 
o. et al. 

Against the maintenance of rates on cedar lumber 4 cents 
per 100 lbs. higher than the rates on pine, oak and so-called 
common kinds of lumber from points in North Carolina to 
destinations in Central Freight Association territory and of 
rates 6, 7 and 8 cents higher to eastern water competitive 
points such as Philadelphia, New York and Boston, as unjust 
and unreasonable. Ask for the establishment of rates on 
cedar lumber not to exceed the rates contemporaneously in 
effect between the same points on pine, oak and common lum- 
ber, and reparation on shipments moving between Oct. 22, 1913, 
and Sept. 10, 1914, from points in North Carolina to destina- 
tions in New Jersey, New York, Illinois, Indiana, Wisconsin, 
Minnesota, Massachusetts, Maine and Pennsylvania. 


SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


December 7, in I. and S. No. 693, the Commission further sus- 
pended from December 13 until June 13 schedules in tariffs 
specified in that order. The suspended schedules increase rates 
on fresh meats and packing house products between points in 
Central Freight Association territory. They were first sus- 
pended from August 15 until December 13. 

December 9, in I. and S. No. 754, the Commission suspended 
from December 10 until April § items in Supplement 15 to Atch- 
ison, Topeka & Santa Fe I. C. C. 86. The suspended items 
increase rates on coal from Raton and other points of origin in 
New Mexico to stations on the Trinity & Brazos Valley Ry. in 
Texas, Cleburne to Limestone, Tex., inclusive. The present 
rate to Cleburne is $3.00. The proposed rate is $3.10 per net 
ton. Rates to other destinations are increased as much as 75 
cents per ton, ™ 

December 8, in I. and S. No. 694, the Commission further 
suspended from December 13 until June 13, Schedules in Sup- 
plement No. 2 to Boyd’s I. C. C. No, A603. The suspended 
schedules cancel joint rates on lumber.and other forest prod- 
ucts from Wisconsin to Iowa, Minnesota and other states, the 
operation of which was first suspended from August 15 until 
December 13. 

December 9, in I. and S. No. 695, the Commission further 
suspended from December 13 until June 13 schedules in Sup- 
plements 46 and 49, Countiss’ I. C. C. 956. The suspended 
Schedules increase rates on cast iron pipe and cast iron con- 
nections from Charlotte and High Point, N. C., to Pacific 
Coast terminals, the operation of which was suspended from 
August 15 to December 13, 1915, by an order previously entered 
in the same docket. 

December 9, in I. and S. No. 696, the Commission further 
suspended from December 16 until June 16, schedules in Sup- 
plements 54 and 56 to St. Louis & San Francisco I. C.‘C. 6427. 
The suspended schedules increase the rate on coiled hoops 
from Chaffee, Mo., to Thebes, Ill., the operation of which was 
suspended from August 18 to December 16. 


_ MEXICAN EMBARGO LIFTED. 

C. K. Dunlap, traffic manager, Sunset Central Lines, 
makes this announcement: 

“Freight service resumed between Eagle Pass and 
Mexico City, including connection to Monterey and Tor- 
reon. Will accept carload freight for exportation through 
Eagle Pass gateway to points within above described 
territory. Freight billed locally to Eagle Pass and ar- 
rangements made through custom brokers handling be- 
yond. When these formalities are complied with, ship- 
ments will be permitted to go through in original car, 
instead of being transferred at border as_ heretofore. 
Less-than-carload freight not included in this arrange- 
ment.” 

This, it is explained, practically lifts the embargo 
which has applied on Mexico traffic from the United 
States for some years. 


PACIFIC CAR DEMURRAGE. 


The October report of the Pacific Car Demurrage 
Bureau shows 4,924 cars held overtime, or a percentage 
of 02.27, as against 4,399, or a percentage of 02.30, 
for the same month last year. 
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The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRaFFIC Wor.p of Trans- 
portation Questions of Interest to Traffic Men Who Keep in Touch 


LUMBERMEN AND RATE MAKERS 


Editor, The Traffic World: 

With the rate changes and advances that are harass- 
ing the lumbermen and their industry and with fear when 
their thoughts turn towards the matter of reclassification 
of lumber and lumber products, one cannot help but 
think of the numerous organizations, associations and 
other affiliated bodies maintained by lumbermen in all 
parts of the country for the betterment of their industry 
financially and socially, and the utter lack of any of the 
many lumber organizations to educate the rate makers 
of carriers to not only compile rates with reason and jus- 
tice, but also on a scientific basis. 

While it is known that aid has been sought in the 
direction of the forestry department by the lumber in- 
terest, direct co-operation with this department and thor- 
ough investigation by them should be consummated imme- 
diately, as the data obtained should have a tendency to 
help bring about a scientific basis of rate making by 
carrier. 


There is not any doubt as to the justice and benefit to 
both carriers and the lumber interests that a lower rate 
should be established on the lower species of lumber and 
small piece stock, such as chair stock, table stock, handle 
stock, etc. In fact, on any material produced from low- 
grade lumber, bolts and small timber, the major portion 
of which is now left in the woods because of the fact that 
it is not profitable to manufacture, high freight rates be- 
ing the principal cause of the high cost of production. If 
equitable and reasonably low rates were established on 
these lower grades, it would not only mean a profit to the 
manufacturer, but millions of tons that are absolutely 
lost to carriers now would be enjoyed by them, which 
would mean that the lumber tonnage instead of being sec- 
ond to that of coal, would exceed that of a combination of 
commodities now ranking high in the matter of ton- 
nage with carriers, and we might mention remunerative 
tonnage. 

Last April the Southern Hardwood Traffic Association 
selected a committee from the lumbermen to meet a 
committee appointed by the east and west side (of the 
Mississippi River) carriers with a view of instructing 
the carriers relative to the finer points of the lumber 
industry, and it is understood that the lumbermen went 
so far as to produce statements and data compiled from 
actual operations, but apparently, as ever, the carriers can 
only perceive of an upward tendency, regardless of any 
contentions or reasons. 


It is to be regretted that carriers even go so far 
in their greed after apparent increases in revenues that 
they are actually prohibiting the movement of tonnage. 
Their amended list in the matter of reclassification af lum- 
ber and lumber products suggests as usual the upward 
scale, their endeavors being concentrated in the advance 
upon advance of rates regardless of existing conditions 
and apparently discrediting any statements or arguments 
that the lumbermen may present. It has even been sug- 
gested that with the well-equipped statistical departments 


With the Times—Contributions Are Welcomed 





of carriers, their figures have played an important part in 
recent decisions of the Interstate Commerce Commission . 
as against those submitted by lumbermen in rebuttal, 
showing the various phases of the cost of production as 
compared with market prices and profit. Some thought, 
therefore, should be given by the associations and affili- 
ated bodies of lumbermen to the capabilities of rate 
makers for carriers as to their ability and fitness to make 
these rates without a proper understanding of the com- 
modities on which they are establishing rates. It is an 
undisputed fact that the majority of these rate makers 
are without any knowledge of the lumber industry, and a 
large percentage have but a hazy idea as to what the 
different articles are that comprise the lumber list, and 
lumbermen cannot expect any change until they can 
educate those who have charge of the making of rates 
for carriers—not a hap-hazard knowledge of the commodi- 
ties, but they should be enlightened from stumpage to the 
manufactured product, its waste and by-product, the cost 
of manufacture, the possibilities and restrictions of mar- 
keting—and until such time lumbermen cannot hope to 
convince carriers any better than by selling a horse and 
endeavoring to deliver a mule. 

With the matter of reclassification an item of such 
vital importance, still in the minds of lumbermen it will 
be well to co-operate and find ways and means to edu- 
cate those responsible for the making of rates, so that 
when the day does come to revise the list of articles com- 
prising the lumber list in carriers’ tariffs, an intelligent, 
just, reasonable and scientific adjustment may be expected. 

LEE WILSON & CO., 
P. S. Wilnau, Traffic Manager. 
Wilson, Ark., Nov. 27, 1915. 





SHIPPERS’ EXPORT DECLARATION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


Secretaries McAdoo and Redfield have postponed the 
operative date of Treasury Decision No, 35708 from Jan. 1 
to Feb. 1, so as to allow those interested more time in 
which to familiarize themselves with the matter. That 
decision is the one which said the shuppers’ export dec- 
laration “was to accompany the goods” from their inland 
point of origin to the port. It is the one on which a hear- 
ing was given to Chicago merchants and manufacturers 
early in November. At that hearing the shippers pro- 
tested with vigor because, as they declared, under such 
a regulation it would be unlawful for a common carrier to 
move a car from a loading platform, if the commodity 
therein was intended for export, until the export declara- 
tion was made up and tacked to the car door or placed at 
some point in the car where it would be accessible during 
the journey of the car to the port. 

The announcement of the two secretaries says: “The 
Bureau of Foreign and Domestic Commerce has reprinted 
Treasury Decision No. 35708 with explanatory text and 
copies of the pamphlet will be furnished free of charge 
to those interested.” 

The explanatory text makes it obvious that the lan- 
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guage of the regulations as originally issued is not to 
be taken literally. In the original form the regulations said 
the shippers’ export declaration “must accompany the 
goods.” The explanatory text says that those words are 
to be taken as meaning that the declaration must accom- 
pany the export bill of lading—in other words, goods for 
export may be started for the ports as usual, and the 
only change that is necessary in the procedure is the 
making of a declaration of the quantity, character, value 
and destination of the commodities. All such data can be 
had from the export bill’ of lading, no matter whether 
that bill of lading is made up at the inland point of origin 
or by the agent of the shipper at the port. 


The object of the new rules and regulations is to re- 
quire exporters to furnish information as to the charac- 
ter, value and destination of the stuff they send abroad 
so that the statistics collected by the government and 
given to the exporters will be of real value, because they 
are accurate and timely. At present statistics as to ex- 
ports are anywhere from six weeks to three months be- 
hind the time of exportation of the goods. In addition 
there is a grave question as to whether they are accurate 
either as to quantities or as to value of the merchandise. 


At the hearing held before Assistant Secretary Peters 
of the Treasury Department the assertion was made that 
at least two export declarations showed meat food prod- 
ucts to be valued at 10 cents a pound. The quantities 
shown were fhe minima provided on carloads of that kind 
instead of actual weights. Such carelessness, officials of 
the Treasury and the Department of Commerve declare, 
raises a justifiable suspension of judgment as to the value 
of statistical information given to the public by the de- 
partments. The officials having charge of the matter de- 
clared that unless accurate figures are furnished it would 
be better for the government to make no attempt whatever 
to advise exporters as to the countries where they might 
promote business by showing them the quantities and val- 
ues of the articles exported to the countries in question 
during a certain period. 


EXPORT RATES ON IMPLEMENTS 


The case of the National Implement and Vehicle Asso- 
ciation vs. the B. & O. Railroad Co. and others, Docket No. 
7999, was heard in Chicago this week before Examiner 
Dow. The association, represented by Walter E. McCor- 
nack and Samuel D. Snow, is protesting the increase of 
three cents a hundred pounds on agricultural implements 
for export from C. F. A. territory to Atlantic ports. The 
increase has been in effect since the first of January, 1915. 
Aside from the mere transportation question involved, the 
case has attracted interest because of the efforts of the 
attorneys for the association to make it one of public 
policy as well as of mere fairness of rates per se. They 
argue that the increase adds to the disadvantage under 
which American manufacturers and shippers operate as 
compared with their rivals oversea. This point was dis- 
cussed at some length in the Traffic World, May 15, 1915, 
page 1045, when the complaint was filed. 


So far as the transportation facts are concerned, the 
case of the association is that the American manufacturer 
of agricultural implements needs lower rates and is en- 
titled to them because of the lower cost of service. The 
export rate from Chicago to New York was formerly 25 
cents and has been increased to 28 cents. All other rates 
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are based on this rate under the percentage rule. It is 
represented that 90 per cent of the export movement of im- 
plements is to so-called Atlantic ‘ports. 


W. J. Evans, traffic director of the association, was 
put on the stand to show that the foreign trade of this 
industry, due to the war, has fallen from thirty million to 
ten million dollars annually because of the fact that foreign 
countries are not buying. He also showed that there had 
been recent increases in the rates on raw materials enter- 
ing into the product—hardwood and steel, for instance. 
He presented a statement to show that the railroads were 
getting the heaviest tonnage of their history and that they 
are not now in need of higher rates. 

F. B. Montgomery, traffic manager of the International 
Harvester Co., presented an exhibit to show that the 
average loading for export was 36,000 pounds and for do- 
mestic only 26,000. He said that carriers frequently re- 
duced rates when the loading was increased. The export 
rate, he testified, was a proportional rate. To the Ohio 
River the carriers have over five cents differential between 
local and proportional, while the differential in the export 
rate to New York is only three and a half cents. Germany 
and France, he said, have export rates on agricultural im- 
plements 50 per cent lower than the domestic rate, on 
the theory that they desire to develop and aid foreign 
trade. The German roads are government owned, while 
in France they are partly government owned and partly 
owned by private capital. 

While export goods, he said, have thirty days’ free 
time at harbors, this is due to the fact that boats do not 
run as regularly as freight trains. Domestic freight has 
eight days—five in Jersey City and three in New York—but 
two storage places must be provided, while there need be 
only one for export freight. The expense to the carriers of 
providing domestic terminals is enormous, he said, com- 
pared with the cost of export terminals. 


Mr. Silloway, export manager of the John Deere Co., 
testified as to foreign competition. The American product 
was small in proportion to that of the total agricultural im- 
plement production of the world, he said, and competition 
against America was “fierce.” He showed that the foreign- 
ers have no rai] haul to speak of in their own country, no 
ocean rates and no packing, while American export ship- 
ments must be carefully packed. The American exporter, 
he said, must pay consul duties, ocean freight, marine in- 
surance, tariff duties, and frequently rail hauls abroad in 
addition to a long haul in this country. 


RATES FROM VIRGINIA FURNACES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


The carriers concerned in rates from Virginia fur- 
naces to northern and eastern destinations, prescribed by 
the Commission in Docket No. 5891, Low-Moor Iron Co. 
vs. C. & O. et al., being unable to agree upon divisions for 
the parts of the hauls north of Potomac Yards, Hagers- 
town and Shenandoah Junction, the Commission has re- 
opened that case with a view to composing their differ- 
ences. 


The reopened case is to be confined to a making of 
the divisions. The tariffs involved are C. & O. Joint 
Freight Tariff I. C. C. 8461 and N. & W. Joint Freight 
Tariff I. C, C. 5606. 
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Who’s Who In Traffic 


By A. E. Heiss 


John Jacob Esch is a modest, retiring man, who 
doesn’t even encourage the use of the military title he 
earned as judge advocate general of Wisconsin’s army. 
Nowhere, not even in that intimate autobiographical 
work known as the Congressional Directory, is it made 
known that he is one of the authors of the Hepburn 
law. There are more authors of that more or less 
beneficent piece of legislation than there are cities 
claiming the honor of Homer's 
birth. But Esch is really one of page — 
the carpenters who framed and put 
together that strong box of ship- 
pers’ rights and carriers’ duties. 

Hans Esch has been a member 
of the National House of Repre- 
sentatives for the last sixteen 
years. Although he lives at La 
Crosse, and four of the seven coun- 
ties in his district bear Gallic 
names, including that of Pepin, 
the prejudices evoked by the world 
war have not been strong enough 
to retire that son of German par- 
ents from the House of Representa- 
tives. Robert Marion La Follette, 
a tower of strength in Wisconsin 
for many years, has “don los’ his 
taste” for Johnnes Jacob Esch, but 
the disfavor rests not on the fact 
that the senator’s ancestors came 
from west of the Rhine, while 
those of Esch came from the old 
home of the Franks, the Saxons, 
the Angles and the Jutes. Not at 
all. Robert Marion dislikes John 
Jacob because the latter has ceased 
to be a “progressive,” which some 
cynically inclined persons might 
say is a La Follette way of saying 
that Esch cannot see his way clear 
to say, “Me, too,” to everything the 
senator proposes in the name of 
progress. 

Really, however, this lack of 
concord between La Follette and 
Esch is of only secondary interest 
to us. The mutton to which we 
should return is that Esch is one 
of the authors of the Hepburn 
law, enacted in 1906. Taking his 
seat in Congress in the fall of 
1899, and being from Wisconsin, 
what could have been’ expected 
from Esch other than the introduction of a bill to regu- 
late the railroads? The answer is, “Nothing.” Nothing 
whatever short of such a measure would meet the re- 
quirements and show that Esch was true to his con- 
stituents. However, it was not until the fall of 1904- 
1905 that Esch got notoriety on the subject, and it was 
a year later before Charles Townsend of Michigan, 
fresh from work that made the railroads in Michigan 
pay more taxes, took his seat in the House and threw 
the Townsend railroad regulation bill into the hopper. 
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Photo by Harris & Ewing. 
JOHN J. ESCH. 


It was late in 1905 and early in 1906 that the Esch- 
Townsend bill came to the front so strong that Col. 
William Peters Hepburn, chairman of the committee on 
interstate and foreign commerce. was compelled to take 
notice of the youngsters from Wisconsin and Michigan, 
sitting at the foot of the committee table, because the 
country was taking note of the Esch-Townsend bill and 
making noises as if to compel its passage, without 
amendment, with all its imperfec- 
tions. 

It was when the demand for 
legislation became strong that the 
Iowa colonel relieved the Wiscon- 
. 4 sin colonel and the present junior 

senator from Michigan of the bur- 
den of making a railroad regula- 
tion statute. They were pleased to 
have the veteran take charge of 
their pet, even if in so doing the 
Iowan, without premeditation, affixed 
the name Hepburn to the bill. As 
chairman of the committee he 
adopted the Esch-Townsend bill, 
washed -its face, readjusted its 
jacket and introduced it to the 
House with a recommendation 
from the committee that “it do 
pass.”’ 

Esch is not half so aggressive 
as he looks in this picture. Nor 
is he a dude. Those gloves are 
heavy dogskin, fit to keep warm 
the hands of a vigorous chap such 
as Esch, even in the rigorous cli- 
mate of Wisconsin. The rakisn 
angle of his hat is merely a gentle 
intimation that if necessary he 
could go to the front and make 
good, at least as a line captain, if 
not as judge advocate general—an 
officer who in time of war has the 
disagreeable work of dealing, as a 
lawyer, with the offenses against 
the articles of war, the penalty for 
violation of which in each instance 
is “death or such other  punish- 
ment” as may be decreed by proper 
authority. As judge advocate gen- 
eral he would have to deal with 
the question of what to do with 
women who played the part of 
spies and then defied the military 
authorities of the enemy to do 
their worst, on the theory that death would be a small 
sacrifice for “their own, their native, land.” The mild- 
mannered and brown-eyed Esch, without doubt, would 
sidestep the colonelcy that goes with the division judge 
advocate generalship for the captaincy that would take 
him to the firing line. He became captain of the home 
military company while living at Sparta, Wis., to which 
place his parents moved from Monroe, Wis., where 
John Jacob was born in 1861. He took his degree at 
Madison, in the class of 1882. Then, following the 
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good American method, he taught school for three 
years, studying law at night. In 1886 he went to the 
law department of the University of Wisconsin, gradu- 
ating a year later. His only elective office, other than 
that of representative, was the city treasurership of 
Sparta, to which he was elected in 1885. 

The heart-stirring act of hanging out his “shingle”’ 
took place at La Crosse in 1887, and there it has swung 
ever since, although the bulk of the work has been 
done probably by Partner Winter while Partner Esch 
has been keeping an eye on the railroads and on Rob- 
ert Marion La Follette. John Jacob is neither an 
orator nor an advertiser, hence the folks away from 
Washington know little about him. Like Stevens of 
Minnesota, Esch has been one of the unobtrusive but 
effective workers in the committee on interstate com- 
merce, trying mostly, in these later years, to keep down 
the rising tide of foolishness that has been masquerad- 
ing under the banner of progressiveism, which, it may 
be remarked, is work for a real man, considering that 
it brings the enmity of men who seek popular favor 
by backing every nostrum for the cure of civic ills, 
even after it has been pointed cut that such a plan for 
improving the condition of the “peepul” was tried and 
found wanting three or four thousand years ago. There 
are no specifications at hand that show exactly why 
Robert Marion La Follette has tried to put the Indian 
sign on the modest and retiring Esch. It is merely a 
fact that must stand here without corroborating facts 
other than that corroboration may be found in the pam- 
phiet Senator La Follette publishes. But Esch is a 
modest citizen, asking no credit for the work he has 
been doing. Also he is retiring, but not quite retiring 
enough for La Follette, else he would quit Congress. 


DIVORCE OF MARINE EQUIPMENT 


Asserting that steamships of the Associated Oil Co., 
which is owned by the Southern Pacific, are mere plant 
facilities of the oil corporation, which, in turn, is the 
incorporated fuel agency for the railroad company, Fred 
H. Wood and J. N. Teal, December 9 asked the Commis- 
sion to reverse its decision requiring the Southern Pacific 
to divorce the marine equipment of its subsidiary. Mr. 
Teal spoke for the chambers of commerce of Portland, 
Seattle and Astoria. He said that no one in the oil busi- 
ness could compete for business at the cities mentioned 
except by using tank steamers, with which to make de- 
liveries. To require the Southern Pacific to direct its 
subsidiary, the oil company, to get rid of the tank steam- 
ers would be to refuse the competition that now exists 
between the various oil companies. 


“No one ever thinks of the operation of these ships 
as anything other than that of plant facility,” said Mr. 
Teal. “The Standard Oil Co., the Union Oil Co., the 
General Petroleum Co. and the Shell Oil Go. have tank 
steamers. Requiring the Associated company to get rid 
of its steamers, because the Southern Pacific owns the 
majority of the oil company’s stock, would be merely re- 
quiring it to retire from competition with the other oil 
companies. There is not the slightest possibility of com- 
petition between the tank steamers and the Southern 
Pacific.” 

Answering questions by Commissioners Hall and 
Clark, Mr. Teal said that the Commission should hold that 
the operation of those tank steamers is not a violation 
of the law, because there is no possibility of competition. 
He said that there is nothing to be gained by requiring 
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the steamers to file tariffs, because they have never held 
themselves out to carry oil for anybody other than them- 
selves. Mr. Teal said, in answer to other questions, that 
he couldn’t answer for the company, because he did not 
represent the Associated, but merely those who buy and 
use oil. They are interetsed in having the Associated 
remain in the business, because that company serves 
plants where oil is used as fuel. 

Mr. Wood said there were two questions in the mat- 
ter, the first as to whether the law applies, and the second 
is as to whether the Commission should, as a matter of 
public policy, hold that the operation of these steamers 
is to the interest of the public. Mr. Teal’s remarks, he 
thought, answered the last question in the affirmative. 
As to the applicability of the law, he said that resis 
wholly on the possibility of competition. As to whether 
competition is possible, he cited the fact that it costs 
about fifteen cents a barrel, from the well to the point 
of consumption, when the service is performed by the 
tank steamers. The train expense alone, in hauling oil 
by rail, from the California fields to Portland, Ore., he 
said, would be about twenty cents a barrel. That would 
be a sum much less than the out-of-pocket cost of doing 
the business. It would be about five cents per 100 pounds 
for a haul of 750 miles, over the Siskiyou Mountains, a 
rate so low as to be beyond the power of description for 
ridiculousness. 

The operation of the steamers bringing oil from the 
wells in California to San Francisco Bay points, Mr. Wood 
suggested, is a state movement and beyond the jurisdic- 
tion of the Commission. So important did Mr. Wood 
consider the arguments on this application for recision 
that he used the greater part of the time allotted to him 
in the Shreveport case, which followed. 


PETITION FOR REHEARING 


A petition for rehearing that is somewhat out of the 
ordinary has been filed by Wimbish & Ellis in the 
complaint of the Atlantic Ice & Coal Corporation vs. C., 
N. O. & T. P., Docket No. 7641. The complainant claims 
that it has been denied the full hearing to which it is 
entitled under the Act to regulate commerce. The law- 
yers set forth that the case was submitted on an agreed 
statement of facts, in March of this year, within the time 
required by the rules of the Commission. Messrs. Wim- 
bish & Ellis submitted a brief which was returned to 
them by Chief Examiner Carmalt because, he said, there 
had been no reservation of the right to file briefs. The 
petition says that after much correspondence, counsel 
for the railroad company allowed brief to be filed, but 
Mr. Carmalt finally rejected the briefs because the op- 
posing counsel “had not waived right to file reply to it.” 
Then Mr. Wimbish obtained that waiver, but, “notwith- 
standing this, the chief examiner refused to accept the 
briefs and again returned them to counsel for the com- 
plainant.” 

The lawyers agreed then to go on to argue their 
case on the assumption that unless they specially waived 
the right to be heard by brief and argument, the Com- 
mission is bound to accept briefs if tendered within the 
time specified in its rules. The case was decided in Un- 
reported Opinion 2180, as to which the lawyers say: 
“This opinion purported to recite the substance and effect 
of the facts stipulated.” They go on to point out that 
the Commission ignored the essential facts stipulated in 
the record. The petition, apparently, desires to convey 
the impression that the Commission decided the matter 
without consideration of the agreed statement. of facts. 
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Increasing Efficiency on the Short Haul 


New Devices, Suggestions and Methods for Increasing Efficiency in Freight Handling and 
Other Branches of Traffic Work. Contributions Are Welcomed. THe TRAFFIC 
Wor tp Will Be Pleased to Answer Inquiries Concerning Any De- 
vice or Method Mentioned in This Department 


AUTOMOBILES AND CAR SHORTAGE 


The demand for the motor-driven commercial vehicle 
is too strong to allow a shortage of a few thousand rail- 
road cars to interfere with shipments, as shown in the 
accompanying illustration, furnished by the Packard Motor 
Car Company of Detroit. 

As the picture shows, the Detroit concern pressed flat 
cars into service when the regulation box cars in which 





made consistent progress since the railroads have carried 
the freights. 

But in the motor truck the river-steamer lines have 
found an ally which W. D. Dobson, secretary of the Trade 
and Commerce Bureau of Portland, Ore., thinks may re- 
store the inland waterway traffic to some of its early im- 
portance if it does not make vast new development possible. 

“All students of traffic know that the river has failed 
as a freight carrier because its service stopped at the 
bank. Such freight as lay beyond the bank was not 


————_———_ 


LOADING AUTOMOBILES ON FLAT CARS. 


their trucks are usually shipped became as scarce as the 
proverbial hens’ teeth. 

Two motor-trucks constitute a flat-car load, with the 
front of the vehicles occupying the center of the car. In 
this position, the trucks are securely blocked and an- 
chored by means of heavy timbering, and are then pro- 
vided with a special overcoat, consisting of a frame made 
of lumber and a sheathing of waterproofed oilcloth. The 
loading docks of the Packard company allow for the han- 
dling of 32 trucks, or 16 flat-car loads at a time. 


TRUCKS WILL CHEAPEN RATES 


(The Motor Truck.) 
In every part of the country the competition of the 


railroads has been disastrous to the steamer lines that 
once plied the rivers. Great cities, built on waterways 
in the days when steamers carried immense volumes of 
freight, have not developed consistently, and have not 


available owing to the expense of hauling by team. To 
make the entire distance by railroad on cars loaded nearby 
was cheaper,” he said in a recent talk to the Automobile 
Trade Association of Portland. 

“Although the river haul has always been much 
cheaper than the railroad, that saving was more than 
absorbed by the expense of getting the goods to the river 
and getting them away from it again at destination. The 
railroads naturally resisted to the last any effort to make 
them give low rates for short runs to river points to build 
up a feed system for river transportation, and thus give 
aid and comfort to a competitor. 

“But the motor truck is changing all this. It has 
shown that for short distances it can compete with elec- 
tric or steam lines and even with river transportation in 
cost. Wherever hard-surfaced highways go, the motor- 
truck follows with low rates, quick service and the most 
adjustable form of land transportation yet devised to 
serve as a feed or distributive system. 
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“The truck has great importance for Portland. It has 
come just at a time when the Columbia River has been 
fully opened to navigation. A part of the big plan for 
the development of traffic on the river is to build paved 
highways to wharves along the shore and put on these 
motor-trucks, which wil carry the freight of the merchant, 
the farmer, the dairy man and the truck gardener, to and 
from the steamers. On the banks of the river are to be 
modern handling devices to give the lowest costs for 
transfer and for storage.” 


WAY TO BETTER AMERICAN PACKING 


(Commercial Attache Julean H. Arnold, American 
Peking, China, in ‘‘Commerce Reports.’’) 


Legation, 


Considerable evidence of bad packing on the part of 
American shippers has been seen here. Bales of Amertri- 
can cotton sheetings have arrived in Shanghai in very bad 
condition, owing to inferior packing, while alongside these 
poorly packed American bales were beautifully wrapped 
British bales. Machinery has arrived in Shanghai with 
parts broken on account of careless packing. I have 
myself received furniture from American manufacturers 
in a most dilapidated conidtion on account of the packing. 
All our consuls in China have probably had specific in- 
stances brought to their attention. 


There is one phase of American packing for foreign 
shipment which does not seem to have been included in 
criticisms directed against American shippers. Perhaps 
instead of using the expression, “bad packing,” it would 
be better to say “unintelligent packing,” for there have 
been numerous instances in which geods were packed too 
well, involving unnecessary expense. For instance, re- 
cently in Shanghai, American hardware-trade possibilities 
were investigated, and several dealers said that much 
American hardware came to China packed too well, ma- 
terially increasing the cost of the goods in this market. 
Some articles which would carry easily without any chance 
of breakage were packed like glassware. Packing boxes 
were placed within packing boxes, adding to the freight 
charges. 

In several instances American manufacturers and ex- 
porters have taken the liberty of adding charges for 
crates and packing without much consideration for the 
proportionate cost which these items bear to the articles 
shipped. One big American mail-order house, which has 
a very extensive trade throughout the Orient, is credited 
with being extremely careful in regard to its packing, 
but is criticized because its added charges for crates and 
packing are disproportionately high. 


I would suggest that American shippers place in pack- 
ages shipped a printed slip calling for comments from the 
consignees on the packing of the parcels received by 
them, and inthis way, in course of time, they will prob- 
ably receive valuable suggestions. The only way to over- 
come this criticism is to understand wherein the fault lies 
in each specific instance. 


STARTING SHIPMENTS RIGHT 


The Pennsylvania has issued a folder containing the 
following suggestions to patrons: 

We respectfully solicit your co-operation in our efforts 
to prevent loss and damage to your shipments. 

The adoption of following suggestions in the prepara- 
tion of your less-than-carload shipments will insure prompt 
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and safe transportation and delivery and will result in 
more business for all concerned: 
Packages: 

Pack all shipments in good, strong containers. Money 
saved, by use of cheap packages, is more than offset by 
the liability of loss or damage. 

Pack glass and fragile articles in wooden boxes, using 
plenty of packing and marking “GLASS.” Broken, soiled, 
torn or incomplete merchandise means loss of trade, while 
clean packages, in good order, help to sell themselves. 

Fiberboard, pulpboard or double-faced corrugated 
strawboard boxes. See that such containers are of re- 
quired strength for intended use and bear maker’s cer- 
tificate and that your shipping orders are certified as 
required. 

Make boxes of good, strong wood, securely nailed. 

Make crates of sufficient strength and see that goods 
will not protrude nor be exposed to damage. 

Avoid chafing of furniture by wrapping and crating 
securely. 

Prevent 
crates. 

Specifications fur other containers will be found in 
rule 8 of Official Classification. 
Marking Packages: 

Show full name of consignee. 

Show destination and state in full. 
tions. 


damage to stoves by entirely inclosing in 


Avoid abbrevia- 


Show county where there are two towns of same name 
in state. 

Show initials of destination road if a certain delivery 
is desired. 


Old Marks: 


Second-hand packages are undesirable, but, if used, all 
old marks should be erased or thoroughly obliterated be- 
fore delivery to railroad, as they might cause package to 
go astray. 

See rule 3 of Official Classification. 

Name and address of shipper and name and address 
of consignee on inside of package will insure delivery if 
outside marks are lost or destroyed. 

Use marking pot and brush for marking bags, bales 
and other packages having uneven surfaces. Stencils may 
fail to show full marking. 

Avoid paper tags. 

Shipping Orders and Bills of Lading: 

Arrange your shipping instructions so the shipping 
order part, given to the carrier, will be the first or top 
sheet and bear original writing. 

Beware of worn or poor carbon paper. 

Write plainly. Use typewriter if possible. 

Be sure shipping instructions agree with marking on 
packages. ; 

Describe freight fully, accurately and by names shown 
in tariffs and classifications; this will avoid confusion, 
save overcharges and facilitate delivery. 

Show actual gross weights on shipping orders. 
Delivery to Carrier: 

Deliver your freight to railroad station early in the 
day and it will receive preferred handling and be sure of 
prompt forwarding. 

Do not split your shipments, but deliver them com- 
plete and avoid delay. 

General: 

Do not start a tracer until shipment has had reason- 
able time to reach destination or consignee advises not 
received. 
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Promiscuous tracing really defeats result sought. 

If you are late in making a shipment, and it requires 
special movement, call personal attention of agent to it 
and he will see that it is rushed in every possible way, 
but when he is asked to do this on every shipment it 
becomes impossible. * * #* 

Your shipping department should be provided with the 
various classifications, so they can ascertain the correct 
class and billing description for each article you handle 
and how same should be packed to secure lowest possible 
rate. 

They should also list all articles under correct billing 
description, grouping together those coming under each 
class as shown in classifications. 


MEDAL OF HONOR 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

On recommendation of the Interstate Commerce 
Commission the President has awarded a medal of 
honor to Harry E. Duey, a brakeman on the Pennsyl- 
vania Railroad, of Tyrone, Pa. 

The act for which this medal was awarded was per- 
formed on July 13, 1915, near Clarence, Pa. Eastbound 
extra 1588, a freight train, was en route from the coal 
mines near Clarence to Snow Shoe, and Brakeman Duey 
was performing the duties of the fireman of that train 
while the latter was eating his luncheon. Approaching 
Clarence from the west there is a descending grade 
and a curve which obscures the engineman’s view of 
the track ahead. Just as extra 1588 had rounded this 
curve Brakeman Duey saw a white object about 200 
feet away, which he discovered to be a child about 
three years old, sitting astride one of the rails with 
its back toward the approaching train, and apparently 
unconscious of its danger. The speed of the train at 
this time was about 15 miles an hour, and Brakeman 
Duey called to the engineman to stop the train, climbed 
out of the cab, ran down the running board to the 
pilot, lay down on the pilot beam, and, bracing himself 
with his right hand, brushed the child off the track 
when close enough to reach it. In the meantime the 
engineman had applied the brakes in emergency, but the 
train was not stopped until the locomotive had run a 
distance of about one and one-half car lengths past the 
point where the child had been sitting. Neither the 
brakeman nor child was injured. The incident occurred 
about 3 o’clock in the afternoon. 

The President has written a personal letter of com- 
mendation to Mr. Duey to accompany the medal. 

This is the eighteenth medai of this character which 
has been awarded under the medals of honor act of 
Feb. 23, 1905. 


COMMISSION ORDERS. 

The Traffic Bureau of the Toledo Commerce Club 
has been allowed to amend its complaint against the 
Ann Arbor et al., filed under Docket No. 8277. 

The Colin D. Mawer Co., W. C. Ritchie & Co., S. A. 
Maxwell & Co., Wm. Wrigley Jr. Co., Durham Mfg. Co., 
General Paper Goods Mfg. Co., Englander Spring Bed 
Co., Rueckheim Bros. & Eckstein, Inc., C. A. Agar & Co., 
Agar Mfg. Co., Inc., S. M. Bixby & Co., Beechnut Pack- 
ing Co., Jas. H. Rhodes Co., Inc., The McClure News- 
paper Syndicate and the American Lithographic Co. 
lave been allowed to intervene in Case No. 8041, Bush 
Terminal R. R. Co. vs. N. Y. C. R. R. Co. et al, 
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HELP FOR TRAFFIC MAN 


This department is conducted by a traffic man of 
long experience and wide knowledge. in it he will an- 
swer questions relating to practical traffic problems. We 
do not desire to take the place of the traffic man, but to 
help him in his work. We reserve the right to refuse 
to answer any questions that we judge it unwise to 
answer or that involve situations that are too complex 
for the kind of investigation contemplated. Questions 
will be answered as promptly as possible. No answers 
will be given by mail. 

Address “Help for Traffic Man,” The Traffic Service 
Bureau, 418 S. Market St., Chicago, Ill. 


Demurrage. 

Q.—We contend that, when we order cars into our 
yard the time between our order and the actual place- 
ment of the cars is chargeable to railroad delay. On 
the other hand, the Pennsylvania Co. holds that if it 
executes this order the first switch after same is received, 
there is no railroad delay. This does not seem fair to us, 
inasmuch as we order cars immediately upon receipt 
of railroad notices, and if they do not place these cars 
until 10 a. m. the following day, we are losing part of 
our free time. We claim that when we order certain 
cars placed, immediately upon receipt of railroad notice, 
that demurrage commences first 7 a. m. after the car is 
actually placed. 

The railroad company also claims that when we 
order five cars of certain commodity (although there are 
various grades of this commodity) that if they place any 
five cars of this material that the order is completed. 
According to our understanding, this does not come within 
the meaning of car service rules. At this rate we could 
order daily a certain car placed and the railroad company 
could place any other car to apply against this order 
indefinitely, result of which would be numerous arbi- 
traries in excess of five debits which we could not get 
rid of, even though we might have a million credits. 

There is room on our tracks at all times for placing 
cars ordered. There really is no question about our 
ability to accept a car when offered by railroad company. 
For further illustration of our point, we might cite the 
following case: Car is shown on arrival notice of No- 
vember 15. We order the car placed November 18; rail- 
road company actually places car November 19. This be- 
ing the case, we claim there is one day railroad delay. 

The railroad representative made no reference to any 


‘particular part of the tariff. 


A.—We would say, for example, that if you should 
have a car arrive on December 1 at 4 p. m. and carrier 
gives prompt notice of arrival, the free time would be- 
gin on December 2 at 7 a. m. If the carrier has estab- 
lished a regular time for the switching of your track, 
say, at 11 a. m. each day, and you do not order car 
placed until 2 p. m. of December 2, we would consider 
it reasonable that this order would not become effective 
until the next regular switch was made, which would be 
on December 3 at 11 a. m. and you would be properly 
charged with the time between December 2 and Decem- 
ber 3. 

You could escape assuming this delay by placing your 
order far enough in advance so carrier could set your 
car at the regular time your switching is performed. 
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Should the carrier fati; however, to act on your order 
December 3 and car was not placed, say, until December 
4, the delay between December 3 and December 4, in our 
judgment, would be termed railroad delay. 

As to cars set out of. regular order by carrier, if 
carrier places new load of a certain commodity ahead 
of old loads, we would hold that proper allowance should 
be made in your average agreement account so you would 
not be penalized for the failure of the carrier to set 
oldest cars first. 

Application of Rate. 


Q.—We would appreciate it if you will please advise 
us as to your interpretation of the following: Star Union 
Lines Bases Book I. C. C. No. 13 shows Mayville, N. Y., 
as taking Buffalo, N. Y., Basis and in connection therewith 
there is a clause reading as follows: 

“Except where otherwise declared in tariffs, lawfully 
on file with the Interstate Commerce Commission, of 
initial carriers parties hereto, and to which this Bases 
of Freight Rates is by reference made part, the rates 
published. to Buffalo, N. Y., will apply.” 

In Eugene Morris’ I. C. C. 495 a specific rate from 
point of origin to point of destination, i. e., Mayville, 
N. Y., is named of 17.9 cents. This tariff, however, does 
not make any reference ‘to the Bases Book above re- 
ferred to. Eugene Morris’ tariff I. C. C. 314 names a 
rate from point of origin to Buffalo, N. Y., of 15.8 cents 
and makes specific reference to the various East Bound 
guide books and its application of rates and including 
therein Star Union Line East Bound Guide Book I. C. C. 
No. 13. It is our interpretation that the Buffalo basis, 
i. e., 15.8 cents, would apply, for the reason that the 
tariff naming the higher rate, or 17.9 cents, does not 
make reference to the East Bound Guide Book above re- 
ferred to. 

The specific rate of 17.9 cents as carried in tariff 
152-B, I. C. C. 495 of Eugene Morris, agent, is the proper 
rate to apply, because this rate was published and filed 
prior to the bases provided in tariff 153, I. C. C. 314 of 
agent Morris. The specific rate became effective in I. 


C. C. 318, and was advanced 5 per cent under authority ’ 


granted in the Five Per Cent case. 

Case 2148, the New Albany Box and Basket Co. vs. 
Illinois Central R. R., decided April 13, 1909, applies di- 
rectly on the question raised. The rate of 17.9 cents 
was legally established and not canceled by the bases 
provided in I. C. C. 314, subsequently published. 


Application of Rates. 


Q.—In your issue of September 18, under “Application 
of Rates,” I note with some interest the answer given, and 
in line therewith, wish to propound another question along 
similar lines. 

There is no published through rate from A to C via 
B, yet the movements from A to B and from B to C are 
interstate movements, and combination of locals apply. 
Under milling-in-transit arrangements from A to B are 
about 4 cents per cwt. lower than the flat rate, but the 
rate from B to C remains the same. Is it permissible 
to ship from A to B under the milling-in-transit rate and 
then reconsign over the other line from B to C, taking 
out a new bill of lading from B to C, or would the rate 
(flat) combination of locals from A to C apply? The 
milling-in-transit privilege will not apply if consigned di- 
reet to C, as there are no milling privileges granted on 
products destined for points on the line on which C is 
situated. 

A,—As we understand the question, there is a milling- 
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in-transit rate on shipments originating at A and destined 
to B. If actual possession is taken at B and new billing 
made for the shipment as originating at B and destined 
to C, the milling-in-transit rate from A to B and the local 
rate from B to C would be proper. You will, of course, 
understand that actual, or, at least, constructive, pos- 


session must be taken at B. See Conference Ruling 98. 


RATES ON POSTAL CARDS, ETC. 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 


A hearing was had December 2 as to the proper 
rating on postal cards, stamped envelopes and stamped 
wrappers when transported for the government. Inas- 
much as anyone who desires such articles can buy them 
at the nearest postoffice, the question cannot be raised 
in connection with shipments for anyone other than the 
government: 

At present railroads in Official Classification are 
carrying such articles from the plant at Dayton, O., 
where the manufacturing and printing is done, at first 
class, any quantity. The government, by complaint filed 
two or three months ago, alleges that first class on 
carloads is an unjust and unreasonable rating. It asks 
for third class on carloads. 

When Otto Praeger, second assistant postmaster-gen- 
eral, filed his complaint, his former colleagues of the 
newspaper writing fraternity treated the matter as a 
joke. But the railroads have not taken it so lightly. 
They object to the government “squeezing” them, as one 
of their attorneys expressed their view. They object 
to being asked to carry a carload valued at from $35,000 
to $70,000 for anything less than first class rates. 


A big party of railroad traffic officials and lawyers 
appeared before Examiner Gibson, who took the testimony, 
to show the ridiculousness of according such a rating 
cn a shipment, which, if lost or damaged, would eat 
up the profits for years to come. Answering a question 
put by R. Walton Moore, R. N. Collyer, chairman of the 
Official Classification Committee, said that if the gov- 
ernment would disregard the stamp value, the committee 
of which he is the head would be glad to classify en- 
velopes, cards and wrappers at third for less than car- 
loads and fifth for carloads, which are the ratings given 
on unstamped envelopes, cars, N. O. S., and pieces of 
paper analogous to wrappers. 


But the railroads did not fight the matter wholly on 
its merits. In a statement by F. C. McKenney, they 
denied the jurisdiction of the Commission to prescribe 
rates for the transportation of government property. The 
fact was pointed out that if the Commission prescribed 
either rates or ratings, the railroads would be at liberty 
the same day to disregard them, because the carriers 
have the authority to carry free for the government. 
That being the fact, the position of the railroads is 
that the matter is one of bargain between the individual 
carrier and the government. 


Mr. Collyer pointed out that the carriers do not hold 
themselves out to be common carriers of government 
They are willing to transport it, and they 
usually do, at less than they receive from other shippers. 
But they do not like the Postoffice Department at all. 
They can be compelled to carry for the government, but 
they deny the right of the Commission to say at what 
charge the carrying shall be performed. 

Just for the sake of testing the matter on its merits, 








No. 24 


stined 

billing 

stined | 

e local 

-ourse, 

», DOs- 
98. 


C. 


JREAU, 
; am €. 
proper 
amped 

Inas- 
‘ them 
raised 
an the 


nm are 
= ©., 
t first 
it filed 
iss on 
t asks 


er-gen- 
of the 
as a 
lightly. 
as one 
object 
$35,000 


awyers 
imony, 
rating 
Id eat 
1estion 
of the 
e gov- 
imittee 
ify en- 
in car- 
} given 
ces of 


olly on 
r, they 
escribe 
ic. The 
scribed 
liberty 
arriers 
nment. 
ads is 
ividual 


ot hold 
rnment 
1 they 
lippers. 
at all. 
nt, but 
t what 


merits, 


December 11, 1915 





without admitting that the Commission has the power 
to compel the making of ratings or rates for stamped 
cards, envelopes and wrappers, Mr. Collyer was put on 
the stand to show that carriers have reserved to them- 
selves the right to make rates in all instances in which 
there is a great concentration of value in a small com- 
pass. For instance, they do not hold themselves to be 
common carriers of jewelry, in the freight service, because 
if they take articles of exceedingly high value, the whole 
level of freight rates will have to be raised, to meet the 
risk of loss. 

“By keeping such articles out of the classification,” 
said Mr. Collyer, “each carrier is enabled to keep track 
of such articles because special arrangements must he 
made for their carriage. If there were a classification 
rating, say, on gold watches, a carrier might receive a 
shipment from a connection, without knowing that it 
was coming and be utterly unprepared to safeguard it.” 


No matter what the rate might be, he said, a car- 
rier receiving. such a shipment would want to place a 
guard ‘over it, because the movement of carloads of 
watches would not be great enough to average the loss 
that might be suffered on one shipment. If gold watches 
moved in great quantities every day, the losses could 
be averaged and the rates made high enough to cover 
them. 

Mr. Colquitt, chief of the classification section of 
the division of tariffs, asked Mr. Collyer questions tend- 
ing to bring out his views as to what would be the proper 
rating on the articles under consideration, if the gov- 
ernment would disregard the stamp value. He was frank 
in saying that, under such circumstances, the rates and 
ratings pertaining to like or analogous articles would be 
satisfactory, if the rates and ratings on those articles 
are now satisfactory. 


The government placed on the stand W. A. Fitch, 
superintendent of the division of stamps, A. N. Prentiss 
and W. W. Barre, an agent of the government, stationed 
at the printing works in Dayton to supervise the manu- 
facture of stamped envelopes, postal cards and wrappers. 
On cross-examination the latter was induced to tell the 
extraordinary precautions the government takes to guard 
the manufacturing processes, all of which, in the argu- 
ments, will be used by Messrs. Moore, McKenney, Bron- 
son and other railroad lawyers to show the Commission 
that the element of value placed on the commodities by 
the government itself justifies the exaction of first class 
rates, which is the fact in Official Classification territory. 
{n Southern territory the articles are classified and in 
the Western some roads have been known ito haul the 
commodities at as low as fourth and fifth class, prob- 
ably, it was said, without consideration of the risk in- 
volved of having to pay the face value of any part of 
the shipment that might be lost. 


EXPRESS COMPANY FIGURES 





THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The summary of result of operations of the prin- 
cipal express companies for August was made public 
by the Commission on December 6, only a few days 
after the summary for July. The proximity of the two 
summaries is due to the fact that one of the com- 
panies did not file its July report until about the time 
its August returns were due. The summary for August 
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shows the continuance of the favorable trend of busi- 
ness for the express companies. 

The operating revenue for all the eompanies rose 
from $12,539,660 to $13,460,696. The expenses declined 
from $12,370,050 to $11,981,088, causing the operating 
revenue to jump from $169,610 to $1,479,608. The 
operating income vaulted from a deficit of $76,795 to a 
positive income of $1,245,291. 

The operating revenue of the Adams Express Co. 
rose from $1,321,464 to $1,588,035. The operating ex- 
penses dropped from $1,494,028 to $1,445,440, causing the 
operating revenue to leap from a deficit of $172,564 to 
a positive revenue of $142,595. The operating income 
changed from a deficit of $190,895 to a positive income 
of $125,010. 

The American Express Co.’s operating revenue rose 
from $2,052,524 to $2,349,831, while the operating ex- 
pense dropped from $2,167,776 to $2,136,784, causing the 
operating revenue to change from a deficit of $115,251 
to $213,046 on the right side of the ledger. The operat- 
ing income changed from a deficit of $153,773 to a 
positive income of $177,258. 

The Canadian Express Co.’s operating revenue rose 
from $149,131 to $161,250, while the operating expense 
fell off from $140,064 to $133,942. That caused the net 
operating revenue to rise from $9,066 to $27,307. The 
operating income rose from $5,066 to $23,094. 

The operating revenue of the Globe Express Co., 
which ceased operations on April 30, fell from $40,065 
to $266. The operating expense fell from $31,250 to 
$1,036, changing the operating income of $7,705 to a 
deficit of $1,469. : 

The operating revenue of the Great Northern Ex- 
press Co. rose from $131,343 to $133,752. The operating 
expense declined from $93,477 to $89,940, causing the 
net operative revenue to rise from $37,806 to $43,611. 
The operating income rose from $33,188 to $39,541. 

The Northern Express Co.’s operating revenue rose 
from $132,127 to $143,651. The operating expense de- 
clined from $93,001 to $92,260, causing the net operat- 
ing revenue to rise from $39,125 to $51,391. The operat- 
ing income rose from 34,103 to $46,371. The operating 
revenue of the Southern Express Co. rose from $496,994 
to $501,568. The operating expense dropped from $514,- 
410 to $485,440. The net operating revenue rose from 
a deficit of $17,416 to $16,127 on the right side of the 
ledger. The operating income rose from a deficit of 
$32,219 to a positive income of $3,137. 

The operating revenue of Wells Fargo & Co. ‘rose 
from $1,575,720 to $1,712,529. The operating expense 
rose from $1,506,358 to $1,556,328. The net operating 
revenue rose from $69,361 to $156,201. The operating 
income rose from $31,386 to $119,949. 

The Operating revenue of the Western Express Co. 
rose from $48,509 to $70,039. The operating expense 
also increased from $53,269 to $53,840. The net operat- 
ing revenue rose from a deficit of $4,760 to $16,198 on 
the right side of the ledger. The operating income 
also changed from red to black, the movement heing 
from a deficit of $5,896 to a positive income of $1£,268. 

For the two months of the current fiscal year cov- 
ered by this summary the operating income of all the 
companies went from a deficit of $76,795 to a positive 
income of $1,243,291. 

The operating income of the Adams Expresg Co. 
rose from a deficit of $187,848 to a positive income of 
$273,918; that of the American from a deficit of $211,- 
900 to a positive of $430,527; that of the Canadian Ex- 
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press Co. from $19,049 to $37,789; that of the Globe 
Express Co., which went out of business the last of 
April, from $14,893 to a deficit of $365; that of the 
Great Northern Express Co. fell from $76,600 to $73,050; 
that of the Northern from $85,579 to $104,674; that of 
the Southern Express Co. from $16,085 to $28,641; that 
of Wells Fargo & Co. from $120,452 to $271,392, and 
Western Express Co. from a deficit of $9,705 to a 
positive income of $27,362. 


DOINGS OF THE TRAFFIC CLUBS 


With J. H. Miller, general traffic manager of the 
Emerson Brantingham Implement Co., as president, the 
Rockford Traffic Club of Rockford, Ill., came into exist- 
ence November 29 with a membership of approximately 
seventy-five. Other officers elected are: J. J. Carty, 
general agent, Chicago & Northwestern Railway, vice- 
president; L. E. Golden, assistant traffic manager, Rock- 
ford Manufacturers’ & Shippers’ Association, secretary- 
treasurer. The directors for the first year are: C. S. 
Bather, secretary and traffic manager, Rockford Manu- 
facturers’ ahd Shippers’ Association; J. C. Holderness, 
purchasing agent, Eclipse Gas Stove Co.; R. J. Darnley, 
general agent, C., B. & Q. R. R.; J. P. Linnen, secretary, 
Ward Pump Co.; H. N. Page, general agent, C., M. & G. 
R. R. With over two hundred manufacturing industries 
and six railroads to look to, the club hopes for a mem- 
bership roll of over three hundred within a short time. 
For the present meetings will be held the second Monday 
in every month, at which time talks will be given by 
authorities on traffic affairs. It is the idea of the club 


to arrange for rooms as soon as the membership will 


warrant. 


At a special meeting of the Traffic and Transportation 
Club of Birmingham on November 30 resolutions were 
adopted on the loss of its president in the death of Wm. 
H. Johnston. Mr. Johnston had many friends among the 
traffic men all over the country. T. L. Hill, first vice- 
president, is now the head of the club. The annual elec- 
tion takes place in February. 


At a special meeting of the Milwaukee Traffic Club 
December 4 it was decided to increase dues for resident 
membership from $10 per year to $12 per year, the non- 
resident dues being allowed to remain at the old figure. 
The educational committee arranged for an informal 
smoker December 10, Thomas Atkinson of the Alexander 
Hamilton Institute to deliver a talk on “Economics.” It 
has been decided not to give a banquet this year, but 
instead the club will give a theater party Monday, De- 
cember 13. 

H. L. Derby addressed the members of the Brooklyn 
Traffic Club at the last regular meeting. Mr. Derby 
discussed the sweeping effect of a freight rate, “per se,” 
which he said may be made too low on some commodities 
because of the influence of big interests. The carriers 
would, therefore, have to transport these commodities 
at a loss, and to offset this loss would be compelled to 
charge an extra high rate on other traffic. The speaker 
told something of the relations between carriers and ship- 
pers before the Interstate Commerce Commission, em- 
phasizing the failure of the interstate commerce law to 
insure reporting by railroad inspectors of mis-classifica- 
tions. Mr. Derby, who is vice-president of the American 
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Commerce Association, showed the audience how that 
organization is working to secure co-operation between 
railroads and manufacturing concerns. He also spoke of 
the scope of the educational work for young men in the 
transportation field, conducted by the association. In the 
opinion of the speaker, the industrial traffic manager, in 
order to succeed, must not seek unfair rates. Methods 
have changed considerably in the last five or six years, 
said Mr. Derby, and efficiency and legal. methods are now 
used by industrial traffic departments and common Car- 
riers. ‘ 

The Transportation Association of Chicago December 
6 elected officers as follows: President, A. D. Davis, 
Universal Car Loading and Distributing Co.; first vice- 
president, W. C. Siegrist, M. H. Treadwell Co. of Illinois; 
second vice-president, John P. Walker, New York Central 
Lines; third vice-president, Samuel S. Orr, Illinois Steel 
Co.; secretary, W. I. Chudleigh, Soo Line-Canadian Pa- 
cific Railways; financial secretary, F. W. DeSobe, Com- 
mercial Demurrage and Freight Bureau; treasurer, J. W. 
Betts, New York Central Lines; two-year trustee, H. E. 
Mac Niven, Jos. Stockton Transfer Co.; two-year trustee, 
F. W. Frisbie, C., B. & Q. R. R.; one-year trustee, T. J. 
Shea, Chicago & Alton Railroad. 

The second annual banquet of the Traffic Club of 
Kansas City was held at the Baltimore Hotel Wednesday, 
December 1. The 300 members and guests were called 
to order by the newly elected president, John W. McCoy, 
traffic manager, Wm. Volker & Co. His address of wel- 
come was enthusiastically received. At its conclusion 
President McCoy introduced the toastmaster, James C. 
Swift, president, Swift & Henry Live Stock Commission 
Co., who introduced the guests of honor and speakers 
of the evening. The latter were Graham G. Lacy, presi- 
dent, St. J. & G. I. Ry., St. Joseph, Mo.; B. L. Winchell, 
director of traffic, Union Pacific Ry., Chicago, Ill; W. L. 
Eastlake, Armour & Co., Kansas City. A large number 
of out-of-town railroad officials were in attendance. 


The Traffic Club of Pittsburgh will hold its bimonthly 
dinner and meeting the evening of December 13, in the 
Hotel Schenley Banquet Hall. Dinner will be served at 
6 p.m. The entertainment committee, consisting of E. R. 
Worcester and E. L. McGrew, has notified G. A. Aiken, 
general chairman of the entertainment committee, that 
all arrangements have been completed for a_ splendid 
entertainment. Through the courtesy of the Central Dis- 
trict Telephone Co., C. H. Lehmann, district manager, 
will give an illustrated lecture showing the “Growth and 
Development of the Telephone.” New motion picture reels 
descriptive of the lecture will be brought on from New 
York. Miss Mabel Burgoyne, vocalist, Miss Florence Bur- 
goyne, pianist, and Miss Esther Havekotte, violinist, have 
arranged a special program of music. W. A. Davis of 
the Greater Pittsburgh Quartet will be in charge of the 
chorus singing of the club, and an orchestra will com- 
plete the musical feature. 

The Transportation Club of Detroit will have a Lake 
Men’s Luncheon and special meeting Saturday, December 
18, at noon at the Board of Commerce. The luncheon 
is the one scheduled for November 13 and postponed on 
account of the death of George Parker. In connection 
with the luncheon, amendments to two sections of the 
by-laws and renewal of the club house lease will be 
considered and voted upon, 
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PERSONAL NOTES 


W. H. Chandler, recently elected vice-president of 
the National Industrial Traffic League, is a native of 
Alabama. After graduating from the City College at 
Montgomery he began his railroad career in 1889 with 
the L. & N. Railroad in the traffic department. After- 
wards he served in the traffic departments of the Plant 
System, Central of Georgia Railroad, and in 1895 was 

















W. H. CHANDLER. 








transferred to New York as chief rate clerk of the 
Ocean Steamship Co., afterwards being appointed acting 
traffic manager of that line. In 1898 he accepted a posi- 
tion as industrial traffic manager for Francis H. Leggett 
& Co. and the Seacoast Canning Co., with headquarters 
at New York. In 1908 he represented, as New England 
agent at Boston, the Atlanta, Birmingham & Atlantic 
Railroad, the Brunswick Steamship Co. and the Texas 
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He resigned in 1909 to go with 
the Transportation Bureau of the Boston Chamber of 


City Steamship Co. 


Commerce. In 1912 he was appointed assistant man- 
ager of the Traffic Bureau of the Merchants’ Association 
of New York, and in October, 1914, he was made man- 
ager of the Transportation Bureau of the Boston Cham- 
ber of Commerce. 


Guy M. Freer, the new president of the Nationa] In- 
dustrial Traffic League, was born Nov. 13, 1872, at Niles, 


























GUY M. FREER. 





O., the birthplace of former President McKinley. He 
entered railroad service in June, 1888, at Cincinnati, as 
clerk and stenographer, in the general freight agent’s 
office of the Cincinnati, Washington & Baltimore Railroad 
(now the B. & O. S. W. R. R.). With the exception of 
one year’s service as chief clerk in the joint office of 
the old Cincinnati Freight Association and the Cincinnati 
Weighing and Inspection Bureau, he continued in the 
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rate-and tariff department, and finally as chief clerk. 
From 1896 to 1899 he was general agent of the C., A. & C. 
Ry., and from 1899 to 1908 was commercial agent for 
the B. & O. R. R. in the territory east of the Ohio River. 
From 1908 to 1910 he was traffic manager of the Columbus 
(O.) Chamber of Commerce. In 1911 he did special traffic 
work for various coal and coke companies and shippers’ 
associations and for the railroad commission of Ohio. In 
1912 he became commissioner of the Receivers’ & Ship- 
pers’ Association of Cincinnati, and when that organiza- 
tion was merged with the Cincinnati Chamber of Com- 
merce late in 1912, he was made manager of the traffic 
department of the Cincinnati Chamber of Commerce, and 
has continued in that position to date. 


Samuel L. Seymour, recently appointed to the newly 
created position of assistant to the freight traffic man- 
ager of the Pennsylvania Railroad Co., was born at Cleve- 











SAMUEL L. SEYMOUR. 


land, O., Aug. 14, 1849. He received his education in the 
common schools of Buifalo, N. Y., where his family had 
moved when he was an infant. Mr. Seymour entered the 
employ of the Pennsylvania Railroad Oct. 22, 1868, as 
chief clerk in the office of the general western freight 
agent of the Northern Central Railway, at Buffalo. On 
the opening of the Centennial Exposition at Philadelphia, 
in 1876, he was appointed western passenger agent at 
Buffalo. In addition to the position of western passenger 
agent, Mr. Seymour, April 1, 1879, was made district 
freight agent, at Buffalo, in charge of the New York state 
territory.. On Dec. 1, 1882, he was transferred to the 
division freight agency at Williamsport, Pa., in charge 
of the Northern Central and Philadelphia and Erie lines, 
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general. freight office of the B. &°O. S. W. R. R. at Cin- 
cinnati and St. Louis until 1896 in the claim department, 
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retaining supervision of the New York business reaching 
the Northern Central at Canandaigua and Elmira, and 
the Philadelphia and Erie at Emporium. On June 1, 1890, 
Mr. Seymour was transferred to division freight agent 
of the Pennsylvania Railroad at Pittsburgh. Dec. 1, 1915, 
he was appointed to his present position. 


H. C. Cassels has been appointed general agent of 
the Georgia & Florida, with office at Augusta, Ga. 


G. W. Wadsworth has been appointed traveling freight 
agent of the St. L. & S. W. Ry., with headquarters at 
Chicago. 


Julian Nance has been appointed district freight 
agent of the Union Pacific, with headquarters at Kansas 
City, Mo. 


Edgar W. Sprague has been appointed assistant gen- 
eral claim agent of the Yazoo & Mississippi Valley, with 
office at Memphis, Tenn., effective December 1. 


The St. Louis Southwestern Railway Co. announces 
the appointments of George L. Leitner, commercial ageni, 
and W. J. Bailey, soliciting freight agent, at Detroit, Mich. 


Charles F. Conley has been appointed live stock agent 
of the Chicago, Rock Island & Pacific Railway, with office 
at St. Louis, Mo. P. W. Radell is made contracting agent, 
with office at St. Louis. 


C. H. Stinson, general freight agent of the Wabash 
Railroad since 1908, has been appointed freight traffic 
manager of the system. H. E. Watts, formerly assistant 
to Mr. Stinson, succeeded him as general freight agent. 
























R. C. Burns, having been assigned to other duties, 
M. L. Schultz is appointed western traffic agent of the 
New York & Porto Rico Steamship Co. and the New York 
& Cuba Mail Steamship Co., with offices in Chicago. 

C. C. Graves, traffic manager of the Carolina, Atlantic 
& Western and the Charlotte, Monroe & Columbia at 
Hamlet, N. C., has been appointed assistant general freight 
agent of the Seaboard Air Line, with headquarters at 
Hamlet. 


F. B. Grier, general solicitor of the Charleston & 
Western Carolina Railway, with office at Greenwood, S. C., 
has been elected president, succeeding J. B. Cleveland. 
A. W. Anderson, general manager, Augusta, Ga., has been 
elected second vice-president, succeeding J. R. Kenly. 


O. S. Lewis is appointed assistant general freight 
agent of the Baltimore & Ohio Southwestern Railroad Co., 
vice J. W. Allison, resigned to accept appointment on 
Official Classification Committee. E. B. Tullis is appointed 
division freight agent, Cincinnati, O., vice O. S. Lewis, 
promoted. 

Henry B. Hull, chief claim agent of the Illinois Cen- 
tral, has been appointed general claim agent, the position 
of chief claim agent having been abolished. His office 
will continue to be at Chicago, Ill. Philip M. Gatch has 
been appointed assistant general claim agent, with juris- 
diction over lines south of the Ohio River, with offices 
at Chicago. 


W. O. Bunger, formerly freight claim agent of the 
Chicago, Rock Island & Pacific Railway, has been ap- 
pointed general superintendent of freight claims in charge 
of loss and damage claims and their prevention, with 
offices in Chicago, and the office of freight claim agent 
has been abolished. F. W. Main. has been- appointed 
auditor of freight overcharge claims, with office in Chi- 
cago. G. W. Loderhose has.been appointed general super- 
intendent of freight claims. 
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AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents 
issuing freight tariffs has been compiled from the records 
of the Interstate Commerce Commission and will be pub- 
lished from time to time with such corrections as may 
be necessary. We ask subscribers to notify us of any 
errors in this list or any changes that may occur of 
which they have knowledge. There are perhaps fifty 
more such agents on the Commission’s records, but their 
names are on tariffs ten or more years old, and they have 
filed no tariffs in recent years. 

Allen, S. A., Cent. States Desp.-Continental Line, Cincin- 

nati, O. 

Allen, W. P., Pacific N. W. Demurrage Bu., Seattle, Wash. 
Anderson, Frank, Memphis Tariff Committee, Memphis, 

Tenn. 

Anderson, J. C., Ontario Central Desp. F. F. Lines, New 

York, WN. ¥. 

Arnold, H. E., Rutland-Mich. Central Line, Lowell, Mass. 
Barr, F: J., Indianapolis Frt. Committee, Indianapolis, Ind. 
Beck, T. Clem, Lake Shore-L. V. Route, etr., New York, 

me 2 
Behrman, M., New Orleans Public Belt R. R. Co., New 

Orleans, La. 

Bell, C. E., Virginia Classification, Atlanta, Ga. 
Bode, C. E., Ill. Cent. Traction Co., Springfield, O. 
Boyd, E. B., Western Trunk Line Committee, Chicago, III. 








WE LEASE TANK CARS 


ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


2500 S. Robey St., Chicago, Tu. 

















Do Business by Mail 


Start with accurate lists of names we | reo solidly. 
Choose from the following or any others desired. 







Apron Mfrs. Wealthy Men Fly Paper Mfrs. 
eese Box Mfrs. Ice Mfrs. Foundries 

Shoe Retailers Doctors Farmers 

Tin Can Mfrs. Axle Grease Mfrs. Fish Hook Mfrs. 






Druggists Railroad Employees Feather Duster Mfrs. 
Auto Owners Contractors __ Hotels 
Our complete book of mailing statistics on 7000 classes 
of prospective customers for the asking. You need it. 
Ross-Gould, 822P Olive »‘veet, St. Louis. 


Ross-Gould 
Miarsling 
BastS St.Louis 
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Boyd, E. B., Illinois Frt. Com., Chicago, II. 

Boyd, E. B., Gulf Foreign Frt. Com., Chicago, II. 

Braun, A.-C., Switching Trf. at Dayton, O., Dayton, O. 

Briggs, Lafayette, Traders Desp. F. F. Line, F. H. Stockar, 
Chicago, IIl. 

Broaddus, Andrew, Cumberland Gap Despatch, Louisville, 
Ky. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 

Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 
St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 
Mo. 

Campbell, R. A., Asheville Line Route, St. Louis, Mo. 

Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 
Pa. 

Christian, J. R., Mallory & Sou. Pac. Co.’s Atlantic 8. 8S. 
Line, Houston, Tex. 

Collyer; R. M., Official Classification Com., New York, N. Y. 

Conrad, G. P., Ry. Equipment & Register, New York, N. Y. 

Cottrell, J. J., Va. Lines Trf. Bureau, Richmond, Va. 

Countiss, R. H., Transcontinentl Frt. Bureau, Chicago, Ill, 

Crawford, John H., Lake Shore-Lackawanna F. F. Lines, 
New York, N. Y. 

Crawford, John H., Mich. Cent.-Lackawanna F..F. Line, 
New York, N. Y. 

Crawford, John H., Wabash-Lackawanna F. F. Line, New 
York, Nv Y. 

Crow, W. R., Erie Despatch, Chicago, Il. 

Davis, F. S., New England Lines, agent, Boston, Mass. 

Davis, F. S., Canadian Pacific Despatch, Boston, Mass. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Dudley, Geo., agent for individual lines, Boston, Mass. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duval, J. E., Canadian Car Service Bureau, Montreal, Que. 

Emerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fonda, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, Ill. 

Fyfe, R. C., Western Classification Com., Chicago, IIl. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, F. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, IIl. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt 
Lake City, Utah. 

Griffin, C. H., Local Utah Frt. Bureau, Salt Lake City, 
Utah. 

Griffin, C. H., Local Utah Ry. Assn., Salt Lake City, Utah, 





TAN K 





Peoples Gas Building 


Nast 


For Lease 


KEITH CAR COMPANY 


CARS 









CHICAGO, ILL. 








1230 


Guthrie, C. B., Official Frt. Trf. Directory, Washington, 
D. C. 

Hall, A. D., Southern Freight Association, St. Louis, Mo. 

Hardin, F. M., S. E. Demurrage Bureau, Atlanta, Ga. 

Haskell, J. C., Southeastern Demurrage Bureau, Atlanta, 
Ga. 

Hinton, E. H., Southeastern Freight Assn., Atlanta, Ga. 

Hoskins, N. S., New Orleans Car Service Rules, New 
Orleans, La. 

Howe, Carl, New York Central F. F. Lines, Chicago, IIl. 

Hunter, F. A., Zanesville Switching Tariff, Zanesville, O. 

Leland, F. A., Southwestern Tariff Committee, St. Louis, 
Mo. 

Leland, F. A., Texas Coal Tariff, St. Louis, Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 


Loomis, J. C.,: Chi-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 

Lowry, L. A., Chicago Switching Committee, Chicago, III. 

Maxwell, E. S., Michigan Car Demurrage Bureau, Detroit, 
Mich. 

McCain, C. C., Trunk Line Association, New York, N. Y. 

Merki, George, Joint Rate Inspection Bureau, Chicago, IH. 

Morris, Eugene, Central Freight Association, Chicago, IU. 

Morris, Ira W., Columbus Switching Tariff, Columbus, O. 

Mote, E. E.,. Pacific Car Demurrage Bureau, San Fran- 
cisco, Cal. 

Neereamer, A. L., Central Electric Traffic Assn., Indi- 
anapolis, Ind. 

Pierce, C. J., National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, O. 

Pontius, F. A., Chicago Demurrage Bureau, Chicago, III. 

Powe, W. R., Mississippi Classification, Atlanta, Ga. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Powe, W. R., North Carolina Classification, Atlanta, Ga. 

Raine, Geo. R., Southern Car Service Assn., New Orleans, 
La. 

Rains, G. S., agent, Norfolk, Va. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Rotchford, M. W., Ill. & Ia. Car Service Bureau, Peoria, III. 

Sedgeman, W. J., Seaboard-Colo.-Utah Com., New York; 
| i A 

Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberg, F. E., Star Union Line, Pittsburgh, Pa. 

Souders, L. M., Empire Line, Chicago, III. 

Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 
N. Y. 

Talbot, J. S., Assn. of Lake Lines, Buffalo, N. Y. 

Vaughan, R. H., Blue Ridge Despatch, Cincinnati, O. 

Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 
ville, Ky. 

Whiton, H. J., Rome, Watertown & Ogdensburg Line, 
Boston, Mass. 


POSITIONS WANTED OR OPEN 


GOOD MEN ARE ALWAYS IN DEMAND, AND THE 
Traffic World is the logical medium for getting the men 
and the positions in touch with one another. The rates 
for classified advertisements are as follows: $2.00 per 


inch first insertion, $1.00 per inch second insertion, $0.50 
per inch each additional insertion, payable in advance. 


Keyed advertisements forwarded free and all correspond- 
ence held in strict confidence. 
THE TRAFFIC WORLD, 
418 So. Market Street, Chicago. 
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EXTRAORDINARY ANNOUNCEMENT. 

Certified expert traffic manager will dispose of the 
most complete and up-to-date library of current and can- 
celed freight tariffs and fast-freight line guide books in 
Chicago—FOR CASH. These tariffs are a complete file 
of railroad and committee publications of transportation 
charges, rules and regulations covering all classes and 
commodities between all points east of the Mississippi 
River; also Trans-Contimental, Trans-Missouri and South- 
western Lines’ publications. F. A. 19., care The Traffic 
World. 


WANTED—Position by reliable young man, single, 
age 27, inside or outside, in traffic department, with 
opportunity for advancement; eight years’ experience in 
traffic department of meat-packing firm having eighteen- 
thousand-dollar weekly freight bill; four years of same 
as rate clerk. Can furnish best of references as to char- 
acter, ability, etc. D. Q. 24, The Traffic World, Chicago, 
Ill. 


POSITION WANTED—By INDUSTRIAL TRAFFIC 
MANAGER. Thoroughly familiar with the preparing and 
handling of claims, interstate commerce rules and regu- 
lations, tariffs, routing, classification, etc. Good executive. 
Al correspondent. G. D. 6, care The Traffic World. 


Position as TRAFFIC MANAGER, by married man, 
30 years of age. Competent in traffic affairs, wide ex- 
perience, large acquaintance among railroad traffic 
officials. Capable in operating capacity, proficient in han- 
dling claims to quick settlement. Can organize a de 
partment that will save you money. Now employed by 
large steam road organization. Will locate anywhere; 
familiar all territories. P. K. 64, The Traffic World, 
Chicago. 


Young man of sober and temperate habits, twenty- 
five years of age, single, genial disposition, and a good 
mixer, desires position as TRAVELING or SOLICITING 
FREIGHT AGENT. Seven years’ experience in freight 
agencies at competitive points, four years of same as 
soliciting and local freight agent with present employers. 
Familiar with rates, routes, etc., and a general or working 
knowledge of all matters pertaining to traffic work. 
Desires a change on account of future advancement with 
present employers obstructed by nepotism. Gilt-edge 
reference. A. D. 191, care The Traffic World, Chicago, IIl. 
lll. 


SITUATION WANTED as TRAFFIC MANAGER’S 
ASSISTANT. ‘Have thorough modern training in all traffic 
matters, rates, interstate commerce act, conference rulings 
of the Commission and court decisions. Accurate and 
ambitious: References. Address W. N., 2821 N. Halsted 
St., Chicago. 


WANTED—Position as TRAFFIC MANAGER AND 
CLAIM AGENT. Now employed as traffic manager, han- 
dling 6,500 straight carlots—450 cars L. C. L. shipments— 
claim collections, $17,500 yearly. .Expert on rates, routing 
claims. Best references. J. S. 92, care The Traffic World, 
Chicago, III. 

COMMISSION ORDERS. 

The Dallas Cooperage & Woodenware Co. has been 
allowed to amend its complaint vs, Gulf, Colo. & S. F., 
docket No. 7425. 

Case No. 5689—Geo. A. Lowe Co. vs. C. M. & St. P. et 
al. has been reopened for further consideration upon 
petition filed by complainant. 
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Hotel Powhatan 


WASHINGTON, D. C. 
Penn Avenue, 18th and H Streets, N. W. 


Overlooking the White House Grounds. 
One Square from the State, War and Navy 
Departments. New and Absolutely Fireproof. 


Refined Appointments, Excellent Cuisine. 


EUROPEAN PLAN 


Rooms, detached bath - - - $1.50andup 
Rooms, private bath - - - - $2.50 andup 


Write for Souvenir Booklet with Map. 
E. C. OWEN, Manager 





SEVERAL OF THE 


Solid Leather Handbags 


that we have recently given away in our busi- 
ness-getting campaign have “‘gone to College.”’ 


Tf you didn’t get yours, let us tell you how 
it may be done. 


BOOK DEPARTMENT 


THE TRAFFIC SERVICE BUREAU 


418 SO. MARKET ST. CHICAGO 
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As a Friend of THE TRAFFIC WORLD, please Mention the paper In writlig to advertisers. 


DON’T YOU BELIEVE IT, 


without investigation, when 
told your shipments are delayed 
on The Belt Railway of Chicago 
orinClearing Yard. The organi- 
zation of The Belt Railway of 
Chicago is composed of human 
beings subject to human hability 
to err, but the percentage of 
“‘fall-downs’’ is.so small as to be 
practically nil and in the large 
majority of complaints the delay, 
if any, is found to have occurred 
before or after movement over 


The Belt Railway of Chicago. 


In one case investigated recently 
where a delay of twenty-four 
hours was claimed, the car was 
in the possession: of The Belt 
Railway of Chicago twenty 
minutes. This, of course, was 
a freak move and we do not 
stand ready to duplicate it. 


When informed shipments have 
been delayed because routed via 
The Belt Railway of Chicago, 
we will appreciate information 
as to car numbers, date and 
road from which received in 
order to look up the record. If 
there has been a delay we are 
as anxious to know it as you 
may be and will apply the 
necessary corrective. 


The Belt Railway Company of Chicago 


FRANK A. SPINK, Traffic Manager 
229 Dearborn Station, - Chicago, Ill. 


Telephone Harrison 3690 
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RATE FIGHT ATRED 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 

An airing of the rate fight between Duluth, on the 
one hand, and the Twin Cities on the other, that lasted 
for half an hour longer than the period set by the Com- 
mission for arguments in the complaint of the Duluth 
Commercial Club against the Great Northern and others, 
was had December 8. The arguments were made by 
F. W. Sullivan,.for Duluth, E. C. Lindsay, for the Great 
Northern and other carriers, W. P. Trickett, for Minne- 
apolis, and J. H. Beek, for St. Paul. 

“The whole trouble here is caused by the Cashman 
Maximum Rate Law,” said Mr. Beek, summing up for 
St. Paul. “I could suggest a solution which would give 
Duluth and the Twin Cities exactly what the Minnesota 
rate law was intended to give to each Minnesota com- 
munity. Let each city have the maximum distance rates 
provided by that law and relieve the railroads from 
obligation to observe the fourth section. Of course, tech- 
nically speaking, these rates are interstate, because for 
a few miles the haul is beyond the borders of Minnesota, 
but in essence it is the competition between different 
communities in the same state. It is unlike the Shreve- 
port case. In that matter Texas frankly determined to 
build up Texas at the expense of sister states. The 
Cashman law, however, was designed to give ‘equal rates 
for equal distances.’ I fought the Cashman law, but I 
was defeated and as a good citizen it is my duty to obey.” 

Messrs. Trickett and Sullivan exchanged compliments 
based on suggestions of veracity. Mr. Trickett said it 
was the desire of Minneapolis to have the facts, and 
the facts alone, made known to the Commission. Mr. 
Sullivan, in his reply, said that his remarks with regard 
to veracity were intended to apply to the Soo Line, but 
that he had no objection, in view of Mr. Trickett’s re- 
marks, to having them apply over a wider territory. 
The Commissioners smiled at this exchange of compli- 
ments, all made in the most perfect parliamentary man- 
ner, and allowed the arguments to go on for half an 
hour beyond the limit set by them. Chairman McChord, 
however, stopped the discussion when Mr. Sullivan pro- 
posed to review the facts with regard to the Cashman law. 

Mr. Trickett in his argument said that Duluth is 
proceeding upon the what he called the erroneous as- 
sumption, that the lake-and-rail adjustment exists by rea- 
son of Duluth’s position at the head of the lakes. 

“It is the Soo Line, and not Duluth, that is respon- 
sible for the first lake-and-rail adjustment. Its line via 
Gladstone to Twin Cities is only 62 miles longer than 
the shortest possible route to Duluth.” Mr. Sullivan said 
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that he was perfectly content to allow Mr. Trickett to 
assert that it is the Twin Cities that caused the lake-and- 
rail adjustment, because the Commission in its various 
reports had designated Duluth as chief factor in causing 
that adjustment. He made game of Mr. Trickett’s use 
of an advertisement published by Duluth claiming ad- 
justment of rates more favorable than the adjustment 
at Twin Cities. In conclusion, he said, he was willing 
to admit that “advertising pays,” because that advertise- 
ment had been used so extensively by Twin Cities in 
opposing Duluth’s demand that the discrimination caused 
by the interstate rate adjustment shall be removed. 
Mr. Lindsey, in effect, admitted that there are dis- 
criminations, but theysare causéd by the Minnesota law 
and not by any po act of the carriers. In that 


position he was supported by Mr. Beek. 


COMMERCE REPORTS 


The secretary of commerce deems it a privilege to 
place before the officers and employes of the Department 
of Commerce all over the world, through Commerce Re- 
ports, the following admirable statement, which he com- 
mends to their thoughtful consideration. It is one that 
has been posted prominently in its stations by a well- 
known railway company, whose commendable example 
will, it is hoped, find many imitators. 


COURTESY. 

This railroad believes in courtesy. 

It expects its officers and employes to be courteous in all 
their dealings with passengers, patrons and one another. It 
asks that they, in turn, be treated courteously. 

The railroad officer and employe, above all others, should 
be courteous, because the railroad is a semi-public institution. 
Those who patronize the railroad expect and should receive 
courteous and helpful treatment. 

Courtesy is catching. 

Be courteous always. Courtesy makes the rough places 
much easier, and helps to smooth away life’s little difficulties. 
Courtesy is a business asset, a gain, and never a loss. Court- 
esy is one mark of a good railroad man. 

“Life is not so short but there is always time for courtesy.” 
—Emerson. 


In all dealings with the public every representative 
of the Department of Commerce is requested to apply 
the above to himself. 


Shipping Facilities to New Zealand Improve. 

(Consul-General Alfred A. Winslow, Auckland, Oct. 12.) 

Shipping facilities between the east coast of the 
United States and New Zealand have materially improved 
within the past three months, and it seems clear from 
now on the trade between the United States and Aus- 
tralasian ports will be handled very satisfactorily, if one 
is to judge from the following, from the New Zealand 
Herald, a leading daily of this city: 

“A large number of vessels, which were interned at 


BOX STRAPPING will do away with PILFERING and DAMAGE 


A neat appearing package, securely banded, is an indication of special care 


for your customer. 


ACME BOX STRAPPING is PREPARED in NEAT 


COILS OF 300 and 3,000 Feet on Coil-Holders. 
ACME NAILLESS CORNER STRAPS 


MANY STYLES and SIZES 
WRITE FOR SAMPLES and PRICES 


ACME STEEL GOODS CO. 


MANUFACTURERS 


Archer Ave. and Bonfield St. 


CHICAGO, ILL. 
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ARE YOU HOLDING EASTBOUND SHIPMENTS? 


Owing to embargoes placed on eastbound freight by many rail- 
roads, a number of shippers have been inconvenienced and their 
shipments delayed. 

Only such shippers are subjected to this embargo, however, who 
bill their freight “Lighterage Free;” because it was congestion of 
trunk line terminal facilities which made the embargo needful. 

The Hoboken Shore Road—a belt line along the Hoboken water 
front, serving the piers of the five big steamship companies—is not 
congested; is not included in the embargo; and is actually handling 
terminal freights for all of its regular shippers and for a number of 
trunk lines as well. 

Shippers using any of the main trunk 
lines, who will bill “Via: Hoboken Shore 
Road,” will find their freight accepted 
as usual, and forwarded without delay. 

And the railroads are glad to have this direction placed on 

shipments. 


NotEmbargo On Eastbound Freight 
Billed “Via Hoboken Shore Road.” 


‘Bill your freight thus, and you will find that it will go straight 
through and positively make steamer connections. 

This service costs you nothing on carloads. Our earnings are 
paid by the trunk lines, who are not only willing, but eager, to shift 
terminal freight handlings to us. It costs them less in the end. 
Furthermore, since we move all freights direct between cars and 
steamers with ONE HANDLING, by use of electric trucks carrying 
a ton at a time, we avoid all danger of damage which so often occurs 
where goods are schandled FOUR TIMES, as when transferred via 
dock and lighter. 

All commodities for export are now being handled by us except 
flour and grain products for shipment over the Scandinavian Line. 


The Hoboken Shore Road 


The Wizard of the Terminal 
Facilities Situation 
Connects, for all CARLOAD shipments, 
with 

D., L. & W. R. R. 

West Shore Railroad 

New York Central (except be- 
tween Chatham and Mt. Ver- 
non and Nepperhan, N. Y.) 

N. Y., O. & W. 

Central R. R. of New Jersey 

Baltimore & Ohio R. R. 

Lehigh Valley R. R. 

Pennsylvania R. R. 

Erie R. R. 


It handles freight to the 
Holland-American Line 
Scandinavian-American Line 
Wilson Line 
Hamburg-American Line 
North German Lloyd Line 


Write or telegraph for any desired information not herein supplied. 


HOBOKEN MANUFACTURERS’ RAILROAD CO., 19-A Produce Exchange, NEW YORK, N. Y. 


Let Us Solve Your Package Problems 


The barrel has stood the test and is fast being 


recognized as the ideal container. It is safe, 


sanitary, economical and dependable. 


4 
. 


We would be pleased to tell you more about the barrel and half barrel and how 
they can be used profitably to pack your goods. A postal card will suffice. 


J. D. HOLLINGSHEAD COMPANY, *cnicaco nme" 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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various ports, have been released by the imperial authori- 
ties, and. are now doing useful duty as British merchant: 
men. ‘The A and A line (American and Australian Line) 
have secured six of these vessels, and the following 
steamers will shortly load at New York for New Zealand 
ports,.coming via the Panama Canal: Parattah (ex Ber- 
lin), ‘Conargo (ex Altona), Toromeo (ex Tibernious), 
Talawa (ex Wotan), Araluen (ex Scharzfels), and Don- 
garra’ (ex Stolzenfels).” 

These steamers should be able to handle the rapidly 
increasing business between these countries, which makes 
that much easier for American manufacturers and ex- 
porters to come after this trade in earnest. 





Puget Sound’s Improved Shipping Facilities. 
(Commercial Agent W. B. Henderson, Seattle, Wash.) 
The steamers Keishin Maru and Tosan Maru have 

been added to the service of the Osaka Shosen Kaisha 
between Puget Sound and China and Japan. In addition, 
the Unkai Maru No. 2, which is under charter to the 
shipping firm of Frank Waterhouse & Co., reached Seat- 
tle recently with a 2,000-ton cargo of oriental freight. 
After discharging, the vessel had a full cargo booked for 
the Orient. 

The vessel Golden Shore, from Littleton, New Zealand, 
by way of Newcastle, New South Wales, came to Puget 
Sound, under charter to Hind Rolph Co., to load lumber 
from Seattle and Everett and return to New Zealand. 

Five new ships—four of them heavy freighters and 
one a passenger ship—have recently been added to the 
Seattle-Alaska trade. The Kansas City was purchased 
in San Francisco and has arrived in Seattle. She ‘will 
be remodeled into a passenger ship and _ rechristened 
Alaska. The Alaska Transportation Co. has two other 
new ships—the Burlington and Bennington, recently pur- 
chased Great Lakes freighters. These will be overhauled 
and renamed the Juneau and Valdez, respectively. The 
Admiral Line adds fhe Rutland and Ogdensburg. *’ These 
also will have new names—Clark and Sebree. They are 
large freighters. 

There have been, for some weeks past, several factors 
working toward the establishment of better shipping fa- 
cilities between this section and the west coast of South 
America, and it is not improbable that the first of the 
coming year will see a marked improvement in this di- 


rection. 

New Zealand Shipping Rates Favor London. 
(Consul-General Alfred A. Winslow, Auckland, New Zealand, 
Oct. 28.) 

There is still much complaint on the part’ of mer- 
chants in New Zealand relative to freights between New 
York and this country. It is claimed that rates are 
higher between New York and New Zealand ports than 
between New Zealand ports and London, and that now 
that the Panama Canal is closed, still another advance 
is made to and from New York. However, the sky is 
beginning to clear, for new lines are seeking the trade, 
but even these are quoting rates in favor of London. 
It seems probable that this will continue until American 


lines can enter for this business. Recent rates quoted 


for New York via London on kauri gum were $17:03 per 
ton, against but $12.16 for London, with a primage of 
10 per cent and a war surtax of 25 per cent in each case. 
Now a new line is quoting a new rate to New York of 
$14.60, with a primage of 10 per cent and a war surtax 
of 25 per cent, making the rate $2.44 more to New York 
direct than to London, although New York is much nearer 
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to New Zealand than London and entirely without the 
war zone. ; : 

These matters quite seriously affect trade with the 
United States, and offer a handicap that should be over- 
come if possible. 





Plans to Handle Lumber Traffic of Northwest. 
(Commercial Agent W. B. Henderson, Seattle, Wash.) 
Plans to handle the heavy traffic from the lumber belt 

of the Olympic Peninsula have been made in connection 
with the completion, a few days ago, of the track of the 
Seattle, Puget Sound & Western Railway to a connection 
with the Port Townsend & Puget Sound Railway. Both 
roads are subsidiaries of the Chicago, Milwaukee & St. 
Paul Railroad, and in the taking over of the Puget Sound 
railroad all trestles have been filled and the roadbed 
has been placed in condition to handle the lumber ship- 
ments. 

The company is constructing a three-track line from 
the slip at Port Townsend, and a barge service to Seattle, 
which will be operated from Portage to Seattle. Another 
line which adds considerably to the transportation facili- 
ties at the head of Puget Sound section has been finished 
by the laying of tracks on 7% miles right-of-way of the 
Oregon-Washington Railroad & Navigation Co.’s line from 
Plum Station to Olympia, thus giving to that city two 
transcontinental lines for the first time in its history. 
The new line will connect with the Northern Pacific at 
Point Defiance, near Tacoma. 





Need of Shipping Lines to South America. 


Secretary of Commerce Redfield has made public the 
following letter, dated Nov. 18, 1915, which he received. 
from the Columbus Bolt Works Co. of Columbus, O., rela- 
tive to the necessity for the establishment of lines of 
shipping vessels between United States ports and those 
of South America: 

“Hon. William C. Redfield, 

“Secretary of Commerce, Washington, D. C. 

“Dear Sir: In connection with export from the United 
States to South America there is one difficulty presenting 
itself at the present, which in our opinion will greatly 
handicap the exporting by:this country to South America 
after the settlement of the present unpleasant conditions 
in Europe, and we are taking the liberty of calling this 
to your attention, although we presume steps have been 
taken to overcome this difficulty, but if others have called 
this to your attention we desire to add to their statement, 
and the wish we desire to make is this: 

“To a certain extent goods made in the United States 
are different from those made in European countries, 
and it will be necessary, to a more or less degree, to 
substitute different styles than the people in South Amer- 
ica are now purchasing in various. lines of material; and 
this being the case, the trade of South America will nat- 
urally drift back to European countries unless it will be 
possible in some way to establish a line of shipping ves- 
sels between the United States ports and those of South 
America that will be able to deliver the goods to those 
points quicker than from European connections. 

“We believe questions of shipments will largely gov- 
ern the adoption of standards used in this country. Our 
attention has been forcefully called to this by the fact 
that we shipped some material in August and to our 
definite knowledge this shipment has just arrived at point 
of delivery. We are informed by our representative that 
shipments from ‘Europe are never longer than from two 
to three weeks on the way, and we are calling this to 
your attention, thinking perhaps you might wish to take 
steps to eliminate the delays of transportation.” 
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THE TRAFFIC SERVICE BUREAU, 418 South Market St., CHICAGO 
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Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers , Etc. 


BANGOR, ME. 
HENRY McLAUGHLIN & CO. 


GENERAL STORAGE 
Forwarding and Distributing 
Rall and Water Connection 


Carter Transfer & Storage Co., Inc. 


FORWARDERS TO PACIFIC COAST POINTS A 
SPECIALTY. 
DISTRIBUTORS OF CAR LOAD LOTS. 
FIREPROOF STORAGE—LOWEST INSURANCE RATES 


LINCOLN - - - - NEBRASKA. 


Fort Worth Warehouse & Transfer Co., Inc. 


FORT WORTH, TEXAS. 
Capital Stock, $50,000.00. Fully Paid. 
ABSOLUTELY FIREPROOF WAREHOUSE 


Merchandise Distribution a Specialty. Correspondence 
Solicited. 


Western Transfer and Storage Co. 


616 to 522 San Francisco St. 
EL PASO, TEXAS: 
FORWARDERS AND DISTRIBUTORS. 
DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 
Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 


630-5332 LAFAYETTE BLVD. 
DETROIT, MICH. 

Bight fireproof warehouses on tracks of princi rail- 
reads. The enly two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 
trucks fer delivery. Write for further particulars. 


Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities” for ster- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 6338. 


PORTLAND, OREGON 
OREGON TRANSFER COMPANY 


474 Glisan St. Established in 1868 
GENERAL TRANSFER AND STORAGE BUSINESS 
Special attention given to merchandise stock stor- 
age accounts, carloads for distribution, less car- 
loads for city’ delivery, reshipment and reforward- 
ing by express or parce] post. Own and operate 

two class A warehouses on terminal tracks. 
No Switching Charges on Carload Shipments 


TOLEDO, OHIO 


STORAGE—FORWARDERS—DISTRIBUTORS 


The best distributing point for northwestern Ohio, pasate and In- 
diana. We have direct track connection with each of th 
12 interurban and five passenger steamship lines entering Toledo. No 
switching charges on car lots, either in or out. 


The Toledo Warehouse Co. 


Correspondence Solicited. 1309-19 La Grange St. 
Members American and Interstate Warehousemen’s Associations. 


Albany Terminal Warehouse Company 
10 TIVOLI ST., ALBANY N. Y. 
STORAGE FORWARDERS 
BUILDINGS, WITH SIDE TRACK, SUITABLE FOR 
BRANCHES, TO LET. 


Chattanooga Warehouse & Cold Storage Co. 
CHATTANOOGA, TENN. 


GHNERAL TRANSFER AND STORAGE BUSINESS. 
DISTRIBUTION OF POOL CARS A SPECIALTY. 
WHE STORE, PACK AND SHIP HOUSEHOLD GOODS. 


ST. JOSEPH TRANSFER CO. 
“ PONY EXPRESS” 
ST.JOSEPH - - - MO 


MERCHANDISD STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICH GUARANTEED. 


CHICAGO— 


Chicago Storage & Transfer Co. (Not Inc.) 


a 5851-61 WEST 65TH STREET 
Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 


INSURANCE TWENTY CENTS. 


Byvank Transfer & Storage Co. 


823-825 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 


MILWAUKEE 


The Union Transfer Co. 


107 REED STREET. 
FREIGHT TEAMING—SHIPPING AND RECEIVING 
AGENTS 
CARLOAD DISTRIBUTORS 
The Best Equipped Transfer Company in the City 


The Wiley & Nicholls Co. 


(United State Bonded Warehouse) 
WAREHOUSEMEN AND FORWARDING AGENTS 
DRAYAGE AND HEAVY HAULING A SPECIALTY 

Warehouse: 3501-3-5 P, O. St. Office: 509-11 Thirty-fifth St. 
Fireproof Warehouse, Lowest Insurance Rate. 
GALVESTON, TEXAS. 
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Directory of Transfer Agents, Freight Forwarders Warehousemen, Custom House Brokers, ete 
EXPORT SPECIALISTS 


( THROUGH RATES : 
MARINE INSURANCE 


LEAVE IT ALL TO US WAR RISK 


CONSULAR ARRANGEMENTS 


COLLECTIONS 


Completely Covering Shipments by 
RAIL and OCEAN 
to All Parts of the World. 


JUDSON FREIGHT FORWARDING CO. 


Home Offices: CHICAGO NEW YORK BOSTON PITTSBURG’ ST.LOUIS LOS ANGELES SAN FRANCISCO 
Foreign Ageneies in All Principal Cities and Ports in Europe, Asia, Africa, Australasia, China, Japan, South America, Philippine Islands, etc. 


Security Wareheuse Company 
MINNEAPOLIS, MINN. 


Northwestern Distributors for nearly all Nationally 

Advertised Commodities—Twenty Car Trackage 
Space. 

Motor Truck delivery in Minneapolis and St. Paul 


FORT WAYNE, INDIANA, 
WAREHOUSES 


Grand and Harrison Streets 
Francis and Hayden Streets 











D. A. MORR TRANSFER AND STORAGE CO. 


KANSAS CITY, MO. 
2114-2120 Central Street 
TRANSFER, MERCHANDISE STORAGE, FORWARD- 
ING, DISTRIBUTION AND CITY DELIVERIES. 
Direct Connections With All Railroads. Fireproof Storage, 
Sprinkler System. 





Springfield, Mass. 
Central Warehouse & Transfer Co. 


Office: 315 Bridge St. 


TRANSFERRING AND RESHIPPING. 
GENERAL STORAGE, FURNITURE STORAGE, ETC. 





Established 1890. From long and practical experience 
we know your needs. Write for Information. 


Witkin Trucking Company 


Malin Office, 30 BURLING SLIP, 


NEW YORK, N. Y. 


‘We SERVES BEST WHO SERVES WHLL” 





Minneapolis Transfer & Warehouse Co. 
MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 





CHICAGO 
Jos. Stockton Transfer Co. 


6386 The Rookery Buliding 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 





PITTSBURGH, PA. 


FIREPROOF AND NON-FIREPROOF WAREHOUSES 
PENNSYLVANIA SIDING LOWEST INSURANCE 
Write us about storage or distributing 
HAUGH & KEENAN STORAGE & TRANSFER CoO. 





‘Central Warehouse Co. 


Storage—Forwarding 
Trackage Cozmnection with all railroads entering the 
Twin Cities. 
Minnesota Transfer, Minn. 


PHILADELPHIA, PA. 


BEST DISIRIBUTING POINT IN THE EAS) 


Railroad Sidings, Penna. R. R. and Phila. & Reading 
Experienced in giving Best Warehouse Service 


SCOTT. FAPER co. WAREHOUSE 
R. CLEMENTS, Manager 


Trackage, PRE 18 carsa day. Very low insurance. 








Omaha Fireproof Storage Co. 


806-18 SOUTH 16TH ST., OMAHA, NEB. 


EIGHT AND apt a A ACRES FLOOR SPACE 
INSURANCE RATE 20 CHNTS 
TRACKAGE SPACE 10 CARS. GENHRAL THAMING 
AND AUTO SERVICB. 





Savannah Bonded Warehouse & Transfer Co. 


AVANNAH, GEORGIA 
312-314- 816 Wiillamson St. P. 0. Box 985 
GENERAL STORAGE—RE-CONSIGNING—DISTRIBUT- 
ING—FORWARDING—PROMPT AND BFFICININT 
SERVICE—EXCEPTIONAL FA 
CUSTOM HOUSE BROKERS 
Track connections with all Railroads and Steamship Doeks 





Louisville Public Warehouse Co., Inc- 


LOUISVILLE, KY. 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 
free warehouses. 





As a Friend ef THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 


More Than Fourteen Hundred 
New Freight Tariffs ~ Supplements 


were filed with the 


INTERSTATE COMMERCE COMMISSION 
during the past week 


-and every one of them was Abstracted 


Under Its Proper Commodity Heading 
in To-day’s Issue of 


THE TRAFFIC BULLETIN 


These Tariffs, except in Special Cases, do not become ef- 
fective for from Two to Four Weeks from this Date. 


Knowing To-morrow’s Freight Rates TO-DAY 


Means Expediting Shipments if Rates are to be Increased 
or Holding Them Back if Rates are to be Reduced. 


YOU CAN SAVE MONEY EITHER WAY 


Let Us Send Samples and Further Explanation. 


The Traffic Service Bureau 


(Publishers The Traffic World) 


418 So. Market St., Chicago, Ill. 





